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THE GROWTH oT*CAR BRAKING. 

developmem of arts, mechanics and ob- 
jects of utility have grown out of the ne- 
cessity for appliances designed to accomplish 
some particuUr purpose, and when we look 
back over the period during which the air 
brake has developed we are apt to feel 
somewhat surprised that its inception is so 
recent, and, in lact, that the whole question 
of vehicle braking is a comparaiively modern one. Knowing that the 
ancients traveled extensively, and that the great empires of history 
moved large armies all over the then known world, accompanied by 
trains of baggage wagons and war machines, it is natural to suppose 
that the necessity for retarding those vehicles was plainly manifested ; 
but, as a matter of feet, the first suggestion of this necessity by the ate 
of a practical mechanism designed for the purpose does not appear to 
have been more than zjo years ago. The primitive cans and wagons 
which were used in agricultural work, and in connection with trans- 
portation of baggage and supplies for armies, were of such construction 
that the natural resistance to rotation of their wheels was quite sufficient 
to bring them to a slop upon ordinary roads, and in cases of steep 
grades it was always easy to chain a log or stone to the back of the 
wagon, so that by dragging it over the ground the speed of the vehicle 
was checked. 

Indeed, to find the time when the quesdon of braking first came 
into prominence we need go no further back than the period when 
highways became sufSdently well made and maintained as to admit 
of a heavy vehicle being drawn over them at comparatively high 
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dition, being narrow and full of ruts and i 
atones. At this time stage coaches had been running for eight)' )'e3rs i 
and more, while the stage wagon — the forerunner of the stage coach ' 
— was introduced into England in 1564, Daring the middle of the ' 
18th century there was considerable agitadon for better roads which ' 
seemed to have had a beneficial effect, since during the latter part of this 
century the first mail coaches or " Diligences " were placed upon the 
roads between London and various cities of Great Briton. These 
coaches ran at speeds much greater than had been possible before. The 
one between London and Bristol ran a distance of 117 miles in ij 
hours, or an average of about 7^ miles an hour, which average in- 
cludes all scops for changing hones, etc., so that the maximum speed 
must have been considerably in excess .of this. 

It is a noticeable ftct, that with all kinds of conveyances the question 
of braking has always increased in importance as the demand for higher 
speeds increased. During the century from 1770 to 1870 there were 
granted in England about 190 patents for various kinds of braking 
appliances for common-road vehicles ; of these 46 were applied to the 
periphery of the wheel ; z8 on the nave ; 27 were actuated by the 
of the horses; 21 were applied to fly or brake wheels; 
applied to the axle ; 10 were actuated by a spring; 4 were 
J electromagnetic ; 3 pneumatic; 4 relying on momentum ; 
3 accumulated power for subsequent propulsion, etc. In America 
there had been 1 70 such patents, 2 1 of which were tor automatic 
designs. 

In connection with common road vehicles it is worthy to note that 
the first devices adopted are those which have formed the basis of 
almost all brake appliances which have since been employed for the 
same kind of vehicle. The early stage coaches and even the later 
mail coaches were provided with an iron shoe which slips under the 
wheel end is chained to the forepart of the coach so as to drag both 
shoe and wheel along over the surface of the ground. This method 
of braking was one of the first devices adopted and ts used ezien^vely 
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to-day. The old arraDgement of two 
brake blocks and a beam with suiuble 
levers connecting each to the driver was 
also early introduced, and all kinds of developments from this arrange- 
ment are seen to-day on various kinds of vehicles. 

The many patents granted referring to this subjei^t clearly shows 
how important the question of braking had already become, and it is 
impossible to tell what the common-road vehicle of to-day would have 
been if the power of steam had not been discovered right in the 
midst of the great development of roads and road vehicles and turned 
the attention of inventors to channels which were destined to entirely 
change the relative importance of earlier modes of travel. 

The railroad was no new thing, even at this time, for so &r back 
as 1630 an enterprising mine owner at Newcastle -on- Tync, finding 
the roads between his mines and the river so bad as to seriously inter- 
fere with the hauling of coal, conceived the idea of laying in the road 
wooden rails and running thereon cars with wooden wheels. The 
tractive eSbrt of these cars was so much decreased that the necessity, 
of some contrivance to check their speed was at once apparent and 
brought out simple forms of brakes. One of these forms consisted of 
a metal tipped beam which was fastened to the frame of the car in 
such a way as to scrape along in the ground at the ude of the track. 
Another ibrm 'was a simple lever pivoted to the side near the 
center of the car and ordinarily held up by a chain, which, when 
desired for use, could be liberated and pressed by hand or foot against 
the top periphery of the wheel. 

There were many other simple devices adopted by the primitive 
railroads, such as the " Sprag " brake, which was applied to cars of 
later construction when the wheels were made with spokes and the 
iron flange tire was applied. The so-called "Sprag" was a hard- 
wood stick which was thrust through the wheel underneath the frame 
of the car, thus causing the former to skid along upon the rail. 

Many other primitive forms of brakes were applied to such railroads 
as exbted, but the speeds employed on these roads were generally low and 
the cars small enough to be drawn by draught animals, and the question 
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was not a particularl)' serious one until 
the advent of the steam locomotive. The 
great revolution which the knowledge of 
the power and ate of steam has brought about was well under way 
during the first part of the nineteenth century. During the first 70 
years of the century about 650 patents were granted in England for 
various kinds of brakes for railroad service. Of these 2 1 were for 
electro-magnetic brakes; ^Q hydrostatic; 32 pneumatic; 50 steam, 
and the balance were for various other kinds, mosdy hand brakes and 
different designs of the foundation brake gear. In 1833, Stevenson 
patented bis steam brake, consisdng simply of a small cylinder con- 
taining a piston, the rod of which connected through a system of 
levers to a cam brake. The first pneumatic brake was a vacuum 
brake patented by James Nasmyth and Charles May in 1844. In 
1S4S Samuel C. Lister patented an air brake having an axle-driven 
pump and suitable reservoir 10 be placed on the "Guard's Carriage," 
and suitable cylinder, pipe, and cotmections on the various cars to con- 
suCQte a straight-air equipment, quite the same as that which followed 
many years after, except that it was designed to be operated by the 
guard and not by the engineer. 

Many interesting and ingenious contrivances were su^ested and 
patents obtained for same. In the United States up to 1870 there had 
been granted 30J patents for railway brakes, of which 8 were auto- 
matic, 3 electro- magnetic, ; steam, 1 vacuum, and 2 air brakes, 
the balance referring to various forms of foundation brake gear and 
other devices which have never stood the test of actual practice. 
Some of the various systems originating in this country were extensively 

edc- 
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chains leading to the fbundalion brake 
gear, chereb)' bringing the brake dioea 
against the wheels. 

The "Loughridge Chain Brake," which came into use in 1855, 
consisted of a system of rods and chains continuously connected 
throughout the train, as follows : On each vehicle were two pairs of 
small pulleys, each pair sliding toward the other upon an iron irame- 
work, but held apart by a spring j to each pair was connected a top rod 
leading to the foundation brake gear. Upon the engine was placed a 
drum connected by a worm and gear to a small friction wheel; 
when a lever in the engineer's cab was pulled this friction wheel 
was brought into coniact with the periphery of one of the driving 
wheels, thereby causing the drum to wind up the chain and shorten its 
length throughout the train ; in so doing the pulleys upon each vehicle 
were brought closer together, [hereby applying the brakes. 

Of course, the earlier type of hand brake underwent considerable im- 
provement as the years went on and as experience made it advisable 
and necessary. For many years during the early railroading the 
majority of passenger and all freight equipment cars were braked by 
hand ; nevertheless there was a constant desire for and search after 
a practical automatic brake. These types just referred to were the 
result of much research ; there were many other forms of brake 
which attained a certain degree of prominence and were more or 
leas suceessftilly operated upon different roads throughout the country. 
We shall have occasion to mention some of these in connection with 
tests given later on. 

In 1 869, the WcBtinghouse non-automatic air brake, which has since 
generally been designated as the ".Straight Air" brake, was brought 
out. It consisted of a very simple steam- actuated ail pump placed upon 
the side of the engine, and a reservoir in which the compressed air could 
be stored. A pipe line from the reservoir was carried throughout the 
length of the train, connections between vehicles being made by 
means of hose and couplings. Each vehicle was provided with a simple 
cast-iron cylinder, the piston rod of which was connected to the brake 
rigging in such a way that when the air was admitted to the cylinder 
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the piston was forced out and the brakes 
thereby applied. In the engineer's cab 
there was placed m the pipe line just men- 
tioned a three-way cock, by means of which compressed air could be 
admitted to the trainpipe and thus to the cylinders on each car ; or the 
air already in the cylinders and trainpipe could be discharged to the 
atmosphere, thus releasing the brakes. This was the simplest and most 
efficient brake that had been introduced up to that time and was laj^ely 
adopted by the American railways ; but while all that could be de- 
sired for single vehicles, the danger incident to the entire loss of brak- 
ing power when most needed, due to the bursting of hose under pressure, 
the parting of the train or other rupture of the brake system led to the 
invention of the automatic brake by Mr, George Westinghouse, proba- 
bly the greatest advance step ever made in the development of the art. 
as introduced in 1S71, and is now gen- 
1 automatic." The essential difference 
raight-air type which it promptly super- 
n of supplementary or auxiliary reservoirs 
air on the cars in addition to the main 
that each vehicle carried its own supply, 
ingenious valve mechanism by means of 
caused by the reduction of air 



of which this 
;," because of 



The first fbrm of this brak< 
erally referred to as the "pli 
between this brake and the : 
seded consisted in the installati 
for the storage of compressei 
reservoir on the locomotive, s 
and the employment of a mo 
which the application of the braki 
pressure in the trainpipe, whether such reduction was r 
ally or as the result of accident. The device by mean 
arrangement was made possible was called a " triple vah 
its three-fold fimction of applying the brake, releasing it, and recharg- 
ing the auxiliary reservoir. In this triple valve was a slide valve 
attached to a piston, so placed that trainpipe pressure was always on 
one side of it and auxiliary reservoir pressure on the other. When 
trainpipe pressure exceeded auxiliary reservoir pressure the piston and 
slide valve look such position that air could flow from the trainpipe into 
the auxiliary reservoir, at the same lime opening a port leading from the 
brake cylinder to the atmosphere ; if the trainpipe pressure was re- 
duced below that of the auxiliary reservoir, the piston and slide valve 
noved to another position in which air could flow from the auxiliary 
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reservoir into the brake cylinder and 
apply the brakes. The operation of the 
bratea throughout the train was thus 
under the entire control of the engineer through the medium of train- 
pipe pressure actuating the triple valve on each vehicle. A reduction 
of trainpipe pressure applied the brakes, while the restoration of normal 
pressure by allowing air to flow from the main reservoir into the train- 
pipe released them. 

The three-way coct in the engineer's cab was replaced by a more 
elaborate valve known as an engineer's brake valve. The necessity 
for this substitudon was due to the fact chat in applying the brakes the 
reduction of pressure in the trainpipe had to be more carefiiUy 
made than was practicable vrith an ordinary three-way cock. 
This brake valve was arranged so that in releasing ihe brakes, air was 
allowed to flow from the main reservoir on the engine into the train- 
pipe and auxiliary reservoirs. The engineer by moving the handle to 
the application position connected the trampjpe to the atmosphere 
through very carefiiUy graduated openings and the pressure gauge 
connected to the trainpipe showed how much reduction was made, 
and indicated, therefore, the amount of air that would flow from the 
auxiliary reservoirs into the brake cylinders. As the dischai^e to the 
atmosphere from the trainpipe was slow, the pressure of the latter 
decreased throughout its entire length almost uniformally, and, as a con- 
sequence, the brakes were applied throughout the train with practically 
equal force and in about the same time. Thus the difficulty with 
straight air was overcome and the new conditions then existing were 
fully met. 

In the same year, 1871, the Smith vacuum brake appeared. This 
apparatus coasbted of two collapsible cylinders on each vehicle, con- 
nected with two lines of trainpipe running throughout the train and 
connected between vehicles as in the compressed air brake. An 
"ejector" was installed on the locomotive, by means of which the air 
in the irainpipea and brake cylinders was exhausted and the brakes 
applied through the contraction of the cyhnders with which the brake 
levers were connected. The greater safety and efficiency of the auto- 
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matic air brake was demonstrated so early 

that with a very few exceptions the plain 

vacuum brake soon passed out of service 

For the same reasons the automatic vacuum, a 

vei adopted to any extent outside of England. 

ilway companies along the line of 



in the United States. 
later invention, was i 

The immense advantage 
higher speed, greater safety, and pronounced economy in the substitution 
of a reliable automatic power brake under the control of the enpneer 
for the old hand brake was soon recognized and the work of making 
this change proceeded rapidly throughout the entire country. Natur- 
ally enough, the new conditions encountered brought to tight new 
problems, the solution of which enlbied the best efforts of railway 
officials and brake manu&cturers alike. In many instances it was found 
that the only possible way to determine the questions involved with any 
degree of satisfaction was by means of practical tests made under such 
conditions as are found in actual service. 

It is ihe primary purpose of this publicadon to present In a compre- 
hensive way, and at the same time in condensed form, the data that 
has resulted from the most significant and valuable of these tests, with 
It aa the wider experience of die day seems to justify. 
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GALTON-WESTINGHOUSE TESTS. 

A MONG the first and most important experiments of the char- 
/\ aeter indicated were those made m England in 1878-1879 
_£_ % by Captain Douglas Galton and Mr. George Weatinghousc, 
which had for their object the determination of the coefficient of triction 
between brake shoes and wheels and between wheels and rails, includ- 
ing the variation of this coefficient for different speeds and throughout 
different durations of brake application. The reports of these tests 
were made to the Institution of Mechanical Engineers of London in 
three papers, which are reproduced in the following pages with only 
such changes in the number of the illustracions as are unavoidable. In 
reprinting this most inieresting contribution to the history of the ' 
development of power brakes for railway trains, the attention of the 
reader is called to the fact that the principles established by these 
tests made twenty-live years ago have never been superseded, but 
apply with equal force to present-day conditions. 

A short time previous to these experiments, a paper relating to 
brakes was read before the Institution of Mechanical Eng^eers, and 
during the discussion of this paper, Mr. Westinghouse called attention 
to the fact that, in testing the action of various kinds of brake shoes, 
he had observed a very marked difference in the friction of the shoes 
upon the wheels at high speeds and at low speeds. He believed that 
a determination of the facts was of great importance and volunteered to 
design and construct the necessary automatic recording apparatus and 
to carry out a system of experiments under the direction of any person 
who should be appointed by the President of the Society to supervise 
the tests and report to the Society. The Society immediately took 
advantage of this offer of Mr. Westinghouse and designated Captain 
Douglas Galton, who, on behalf of the Society, personally directed 
the experiments. The success of the project became assured when 
the London, Brighton & South Coast Railway placed a locomotive 
and brake van at the disposal of Captain Galton and Mr. West- 
inghouse, and offered every iacility for conducting the experiments; to 
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the great interest muiifeBted by this rail- 
way, the valuable information secured 
from these ejcperiments is largely due. 
It is not a little interestiiig to observe that the results obtained in 
these experiments, which were the first investigations of this character 
to be carried out upon any practical scale, may be considered among 
the most reliable data in existence upon this subject ; iiarthermore, 
subsequent investigations have tended to confirm the general character 
of the results, if not the entire accuracy of thedata, thus presented. 



)0( 



UigniaOb, Google 



■ ^ Of 1«E \ 

ON THE EFFECT OF BRAKES UPON RAILWAY 
TRAINS. 

Bt Cattain DOUGLAS GALTON, C. B., Hon. D.C.L., F.R.S. 

Tlie following paper is an account of experiments upon the 
coefficient of IHciioD between the brake-blocks and the wheels, and 
between the wheels and the rails, at different velocities, both when the 
wheels are revolving and when skidded. 

These experiments form the lirsi instalment of a series which it is 
intended to make, in order to ascertun, 1st, the actual pressure which 
it is necessary to exert on the wheels of a tnun in order to produce a 
maximum retardation at different velocities ; zd, the actual pressure 
exerted on the wheels with the several kinds of continuous brakes now 
in use ; 3d, the time required to bring the brake-blocks into operation 
in different parts of a train with the several kinds of continuous brakes ; 
4th, the retarding power of the different kinds of continuous brakes 
now in use on trains under Mmilar conditions of equal weight and when 
running at the same speed. 

This paper includes the first series of experiments only. 

The author was enabled to make this series through the courtesy of 
the London, Brighton & South Coast Railway Company, and of 
their locomotive superintendent, Mr. Stroudley, who provided a van 
and other facilities for making the experiments ; and through the 
courtesy and assistance of Mr. Westinghouse, by whom the recording 
apparatus was designed. The author was assisted in making the 
experiments, and in their reduction, by Mr. Horace Darwin. 

The experiments described in this paper were made on the Brighton 
Railway, with a special van constructed for the purpose ; it was 
attached to an engine, and was run at various speeds, during which 
time various forces were measured by self-recording dynamometers. 
The principle of these dynamometers is that the force to be measured 
acts on a pbton fitting in a cylinder lull of water, and the pressure 
of the water is measured by a Richards indicator connected by a pipe 
[o the cylinder ; thus, as the drum of the indicator revolves, diagrams 
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''"^^'^^ piston. The advantages of this method 

are obvious, as the indicator can be 

placed at any convenient point, and the inertia of the water tends to 

make the pencil keep a position corresponding to the mean force. 
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The construction of the dynamometers 
is represented in Figs, i and z. Each 
consists of a piston, and what answers to 
the cylinder, but would be better described as a cylindrical box with a 
ring fastened upon its upper edge. A is the rod by which the thrust to 
be measured is transmitted to the piston B. This piston merely consists 
of a cast-iron disc, having on one side a central cavity in which rests the 
rounded end of the rod A, and on the other side a central projection 
which acts as a guide. The ring C, restmg on the edge of the cylin- 
drical box D and bolted to it, is of the same thickness as the piston, 
which fits within it, the ring and piston thus forming a cover lo the box 
D. The piston fits so as to slide easily within the ring, with but little 
triction ; and is made water-tight by placing below it a disc of india-rub- 
ber, which is festened to the centre of the piston by a brass collar, and 
has its outer edge clamped in between the ring and the edge of the 
cylindrical box D, The dynamometer has thus a perfecdy water-tight 
piston, which will move with very little friction ; and as its movemeni 
is very small, the disturbing effect of the india-rubber at its edge may 
be neglected ; consequently the forces acting <hi the piston through the 
rod A will be registered by the indicator by means of the pressure of 
the water. F is the pipe leading to the indicator. We will neglect 
the valve E for the present, and explain its use a little fiuther on. 
Supposing the whole apparams to be tilled with water, and that a force 
were applied to the piston by the rod A, it would force some of the 
water out of the box D, through the pipe F, into the indicator cylinder. 
The area of the bdicator piston is o. J square inch, and its maximum 
range o.S inch, therefore the quantity of water required to make a 
maximum movement of the pencil is 0.4 cubic inch ; and as the area of 
the piston B is 30 square inches, its movement would only be O.013 or 
^^ inch ; which is such a small movement that the india-rubber will 
introduce no appreciable error. 

If the indicator piston did not leak, and if It were possible to keep 
exactly the r^ht quantity of water in the apparatus, nothing more 
would be required to make it work properly ; but as this is evidently 
jrwards, bectnnes 



impossible, the self-acting supply valve E, opening t 
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necessary. A small pipe G lesda from an 
accumuktor H, Fig, 3, which is loaded 
to a greater pressure than can ever arise in 
the box D ; the excess of pressure from the accumulator tends to close 
the valve E ; and there is also a spring which forces the valve on to its 
seat. The valve is seated with india-rubber, and is made perfecdy 
water-tight ; its spindle passes up so as very nearly to touch the brass 
collar on the inner side of the piston. Suppose the whole apparatus to 
be filled with water when there is no force acting on the piston ; then 
if a sufficient force is applied by the rod A, this will move the piston 
inwards so as to send some water into the indicator, and raise the pen- 
cil, and will also open (he valve E ; and, as the pressure in the accu- 
mulator is in excess of that in the box D, water will enter [he box, and 
will go on entering till the piston is raised again so as no longer to open 
the valve. Now, if the force on the piston be removed, the indicator 
spring will force the quantity of water received, which is less than 0.4 
cubic inch, back into the box D, and will thereby raise the piston, but 
through a space less than -^ inch ; and thus the piston will never move 
more than -i^ inch above the position in which it touched the valve E. 
But if a smaller force be applied to the piston, as in practice, it will not 
be pushed in so &r, unless sufficient leakage has meantime taken place ; 
in that case the piston will move inwards through its full distance, and 
will then open the valve. Thus the valve always keeps the right 
quantity of water in the apparams to make it work properly, by 
occasionally opening and letting in enough water to make up for 
leakage. 

In Figs. 3 and 4 is shown in elevation and plan the general 
arrangement of the apparatus in the special brake-van built by the 
London, Brighton & South Coast Railway Company for these 
experiments. To this van the Westinghouse automatic brake was 
applied, having four dynamometers attached to it, like the one 
described. The dynamometers Nos. 1 and z, situated as shown in 
Figs. 3 and 4, measure the retarding force which the friction of the 
brake-blocks exerts on the wheels ; No. 3 measures the force with 
'■?h the blocks press against the wheels ; No. 4, the force required 
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to drag the van. The arrangement of 
the levers for applying the brake is not 
the same as that used on the ordinary 
rolling stock of the Brighton Railway, but has been slightly modified 
by Mr. Westinghouae in order to make the pressure equal on both sides 
of the wheels, and to provide for the application of the dynamometers. 
M is the cylinder belonging to the Westinghouae brake apparatus ; 
into this the compressed air flows from the reservoir N when the brake 
is applied, and forces the two pistons apart, thus moving the two rods 
P P outwards, and by means of the levers pressing the brake-blocks 
against the wheels. It is evident from the arrangement here shown 
that the pressure must be equal on each side of the wheels ; and that 
the pressure on dynamometer No, 3 must be equal to the thrust on 
the rod P, and hence proportional to the pressure on the wheels. 
The lever Q, pivoted ai its center, will evidently tend to turn with 
a moment equal to the retarding moment exerted by the fiiction of 
the brake-blocks on the wheels ; and hence dynamometers Nos. i 
and 2 will register forces proportional to thia moment. The brake 
could be applied to all the wheels of the van, but during the esperi- 
ments it was only applied to the pair of wheels to the levers of which 
the dynamometers Nos. i, 1, and 3 were attached. Dynamometer 
No. 4 is connected to the drawbar by a lever, as shown in the plan. 
Fig. 4, and thus registers the force required to draw the van, A 
self-recording speed -indicator was used, designed by Mr. Westing- 
house. This instrument has been repeatedly tested, and was used 
at the brake trials on the North British Railway, and on the Ger- 
man State Railway. It consists of a small dynamometer made on the 
same principle as that just described ; it measures the centrifugal force 
of two weights, which are made to revolve by a strapfrom a pulley 
on a shaft driven by friction-gear from the pair of wheels to which 
the brake was applied ; a Richards indicator is used, as with the 
other dynamometers. As the ceniritiigal force varies as the square of 
the velocity, the speed is got by takbg the square root of the ordinate 
at any point of the indicator diagram. 

The diagrama from the speed indicator show the speed of the pair of 
^'"'"(le 
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WESTINGHOUSE wheels to which the brake wa* appUcd, 

"^^"^^ and therefore the velocity of the train at 
the moment of applying the brake and sub- 
sequently, provided there is no slipping. Any variation in the speed 
diagram is due to the wheels slipping, and shows to what extent and in 
what way the brake slops ihe wheeb. Two of Mr. Stroudley's speed 
indicators were fixed side by side in the van ; one attached to the axle 
belonging to the braked wheels, the other to the axle which was run- 
ning free. The difference of these indicators showed if slipping took 
place. They did not record any diagrams, but were read by means of 
a Bourdon gauge attached to them, with the face divided in such a way 
that ihe hand shows the speed in miles per hour. A similar gauge was 
attached, for convenience, to the Westinghouse speed indicator de- 
scribed above. 

The indicators were all placed on a table T in the center of the van, 
as shown in Figs, 3 and 4 ; and their dnims were made to revolve by 
the cords being wound up on pulleys on the shaft S, which is turned 
at a uniform rate by a water clock U, Thb clock merely consists of 
a plunger sliding in a cylinder through a water-tight packing, and loaded 
with a heavy weight ; it is wound up by connecting it with the ac- 
cumulator H, and at the beginning of each experiment a small cock is 
opened, which allows the water to run out and the weight to &I1, 
[hereby turning the indicators round at an ascertained uniform speed. 
Thus while the ordinales of the diagrams taken trom these several 
indicators show the various forces, the abscissse show the time occupied 
in the experiments. 

In these experiments the tires were of steel, and the brake-blocks 
of cast-iron. 

The diffieuities attendant upon the preparation and adjustment of this 
delicate apparams consumed so much more time than had been antici- 
pated, that it was only on the Z7th, 28th, and 29th of May that a 
series of experiments could be made. These cook place in the vicinity 
of Brighton. The first day was dry j [he second stormy ; the third 
fine, with showers. 

Numerous diagrams were taken by the apparams, which have re- 

^■"»git 
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quired vny careful reduction. Unfortu- 
nately the date at which it was necessary 
to send in the paper to the Institution 
has not afforded time for a complete collation of the results ; the author 
therefore submits this as a preliminary paper ; and limits himself to 
exhibiting in Figs, j to 13 a few of the indicator diagrams which 
were taken, and which illustrate the more striking results. 

In these diagrams, the line P P represents the Pressure applied to (he 
brake-blocks in lbs. ; its ordinates multiplied by Z40 ^ve the total pres- 
sure in lbs., collectively exerted upon the four brake-blocks of the 
braked pair of wheels. The line F' F* represents the corresponding 
Friction between the brake-blocks and the wheels, as measured by 
dynamometer No, I ; its ordinates multiplied by 45 give the total 
friction in lbs,, collectively produced between the two brake-blocks, 
to which No. I was attached, and the wheel. The line F' F* 
represents the same for dynamometer No, 2, The line T T repre- 
sents the Traction upon the draw-bar in lbs, ; its ordinates multiplied 
by 60 pve the absolute strain upon the draw-bar in lbs. The line 
S S represents the linear speed of the circumference of the braked 
wheels in miles per hour, which, when there is no slipping, is equal 
to tlie velocity of the train. The length of each diagram shows the 
duration of the experiments in seconds, according to the scale marked 
along the base line. 

Hiic Fig. a B>p«r>BeBI Na.l Lb.. 
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Fig. J, (Exp. [, 19th May.) — In this case the speed i 
mained nearly constant, varying from 4 1 miles per hour at t 
beginning to 40 miles per hour at the end. 
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The compressed air was allowed to 

escape from the brake- cylinder through a 

small aperture, and thus the pressure 

between the blacks and the wheels diminished, as shown by line P P. 

The Ime F F shows that the friction between the brake-blocks and 

the wheels diminished more rapidly than the pressure. 

The speed indicated by the rotation of the wheels to which the 
brakes were applied was the same as that of the wheels running free : 
as shown by ihe Stroudley indicators. 
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No. 2. 

Fig. 6. (Exp. II. Z7th May.) — This experiment was com- 
menced when the van was moving at a speed of 25 miles an hour. 
The application of the brake slackened the speed to 20 miles an hour 
in ten seconds, when the wheels skidded, as shown by line S S ; and 
the experiment terminated in 12 seconds, when the speed had been 
reduced to 1 7 miles an hour. 

In this case the line S S shows no diminution in the speed of rotation 
of the wheels below the speed due to the velocity of the train, until 
the skidding took place. In the 10 seconds which elapsed from the 
time when the brakes were fully on till the wheels skidded, the speed 
of the train was reduced from 25 to 20 miles an hour, as shown by 
the line S S ; whereas in the period of 1 1 seconds i^'hich elapsed 
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between the skidding of the wheels and 
the cessation of the experiment the train's 
velocity was only reduced from lo miles 
10 17 miles per hour, as shown by the Stroudley indicators. The 
skidding was only momentary, the wheels beginning to revolve again 
almost instantly ; but the grip of ihe brake-blocks was then almost en- 
tirely on one wheel, as shown by the wide divergence between the lines 
Fi F' and F^ F^; even in the case of the higher line the friction 
was much less than before the skidding ; so that the total retarding 
effect on ihe train was greatly diminished. 
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No. 3. 

Fig. 7. (Exp. 24. 28th May.) — In this experiment the velocity 
of the train was z 1 miles an hour when the brakes were applied to the 
wheels, and was reduced by the action of the brakes to 18 miles, 
when the wheels immediately skidded. 

The line F F shows that the coefficient of friction between the 



brake-blocks and the wheels gradually ii 



IS the speed diminished. 



until the skidding point was reached ; and line T T shows that the 



e force exerted on the drav 
after the skidding took plac 



-bar was suddenly greatly diminished 



Fig.8. (Exp. 15. z8thMay.)— Inlhiscasethcbrake-van wasde 
iached from the engine by means of a slip coupling, when traveling at ; 
speed of 40 miles an hour. The pressure of air in the brake-cj' Under 
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and consequently the pressure on the brake- 
blocks, remained nearly constant during 
the experiment, as shown by line P P. 
The pressure being greater than that required by the coefficient of 
fHction between the brake-blocks and wheels corresponding to the 
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velocity, the triction increased so rapidly as to cause the wheels to slid 
immediately, as shown by the line S S. 

Alter the skidding, the triction at once increased rapidly, as shown 
by F F; but rose again as the train's velocity diminished, and attained 
its maxunum when the train came to rest, which occurred in many jerks 
in 12^ seconds. 
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Fig. 9. (Exp, 16. 28th May.) — In this case also the brake- 
van was detached from the engine by means of a slip coupling, when 
travelling at a speed of 46 miles per hour. 

The pressure of the air in the brake-cylinder was less than in the 
preceding case, and it was gradually diminished during the experiment ; 
consequently the force with which the blocks pressed on the wheels 
diminished to the same slight extent, as shown by P F. 

At first the fiiction between the brake-blocks and wheels also dimin- 
ished very slightly ; but when the velocity of the van had greatly 
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decreased, as shown by S S, the friction, 
as shown by F F, increased rapidly. The 
van came to rest in 12 seconds, with- 
out any jerk, before this friction had risen 
high to produce skidding. 

These two diagrams. Figs. 8 and 9, afford 
Hibi Fl«. e ExverlmcBt No. 3 
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a point sufficiently 
comparison of a scop 
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with skidding and one without skidding. The latter stop was effected, 
with a uniibrm motion without jerks, irom a speed of 4.6 miles an 
hour, in 1 2 seconds ; while the former required 1 2 J^ seconds to stop 
Irom a speed of 40 miles an hour, with a series of unpleasant jerks. 



No. 6. 
Fig. 10. (Exp. 3. 18th May.) — In this expetiment the train's 
i-as uniform throughout at 44 J^ miles an hour. The pressure 



velocity 
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applied lo the brake-blocks aufficed to 
skid the wheels at once, as shown by S S. 
TTie line F F shows that the coefficient 
of friction between the brake-blocks and the wheels decreased immedi- 
ately after the skidding, and only rose at the end of the experiment. 

line T T shows that the tractive force on the draw-bar increased 
with the act of skidding, but largely decreased as soon as the skidding 



s effected. 




No. 7. 

Fig. 11. (Ex.21. iSthMay.) — In this experiment the speed was 
45 miles an hour at the beginning, and decreased to 42 5^ miles at the end. 

The pressure was slightly decreased during the experiment j it did 
not suffice to skid the wheels ; and the wheels with brakes and those 
without brakes revolved at the same rate, as shown by the Stroudley 
indicators. 

The tractive force on the draw-bar, shown by T T, follows a 
nearly uniform line. 

A comparison between this diagram. Fig. 11, and the preceding 
one. Fig. 10, shows that, although :he pressure on the brake-blocks in 
the foimer case, in which the wheels were skidded, was greater than 
in this case, where the wheels were not skidded, yet the practical 
effect of the brakes, as shown by the tractive force on the draw-bar, 
was much greater with the wheels braked but not skidded (Fig. 11), 
than with the skidded wheels (Fig. 10). 
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Fig. iz. (Exp, 9. igthMay.) — 
In this experiment the van and the 
en^e were brought to rest by means of the brake from a speed of 
40 miles per hour. 

The wheels skidded very quickly after the brake was applied, 
as shown by the line S j the retarding force, shown by F F, rose 
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greatly at the moment of skidding, and then fell considerably below 
the original amoimt. The wheels remained skidded to the end of the 
eiperiment. 

The diagram shows an increase in the coefficient of friction, 
measured by the rise m the friction line F F, and fall in the pressure 
line P P, as the train's velocity diminished ; this mcrease was slight at 
first, but more rapid as the velocity became reduced, and was very 
great at the moment of stopping. 



No. 9. 

Fig. 13. (Exp. 3. 29th May.) — In this experiment the van 
and the engine were brought to rest from 39 miles an hour by means 
of the brakes upon both. 

The compressed air in the brake-cylinder was allowed to escape 
through a small aperture after the brake was applied ; and thus its 
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pressure, and consequently the force 
with which the blocks pressed against 
the wheels, diminished during the ex* 
periment, as efaown by P P. 

The line F F shows that the retarding force due to the pressure of 
the brake-blocks on the wheels at lirst diminished, until the reduction 
of velocity, shown by S, reached the point where the increase in 
the coefficient of friction was sufficient to overcome the efiect of the 
diminished pressure applied to the brake-blocks. From this point the 
retarding eJfect of the brakes increased rapidly, and betbre long the 
wheels were skidded. Up to this point the two pairs of wheels of 
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the van, to one of which brakes were applied whilst the other was 
running freely, had revolved approximately at the same rate, as shown 
by Mr. Stroudley's speed indicators. At the moment of skidding the 
friction curve F F rose in a nearly vertical line, thus showing that the 
coefficient of friction became very great as the wheels cune to rest ; 
and the time during which the wheels were partly rotating and partly 
slipping was almost inappreciable. Immediately after this rise the 
curve F F fell to a point &r below its former level, thus showbg a 
great diminution in the retarding efrect of the brakes as soon as the 
wheels were skidded. After tins point the curve rose again while the 
velocity continued to decrease ; and thus showed that the coefficient of 
friction between the rails and the skidded wheels increased as the 
velodty of the train diminished. At the moment when the van came 
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to resi the coefficient of friction became 

very great, as shown by the linal rise in 

F F. The traction line T T varies 

greatly, according to the working of the brakes upon the en^e and 

van respectively. 

It is unnecessary in this preliminary paper to give the pardculars of 
the reduction of the diagrams ; but the principal results shown by them 
may be summed up as follows : — 

1 . The applicadon of brakes to the wheels, when skidding is not 
produced, does not appear to retard the rapidity of rotation of the 

2. When the rotation of the wheels falls below that due to the 
speed at which the train is moving, skidding appears to follow 
inunedialely. 

3. The resiatsncc which results from the application of brakes with- 
out skidding is greater than that caused by skidded wheels. 

4. Just at the moment of skidding, the retarding force increases to an 
amount much beyond that which prevailed before the skidding took 
pUce ; but immediately after the complete skidding has taken place, 
the retarding force fell down again to much below what it was before 
the skidding. 

5 . The pressure required to skid the wheel is much higher than that 
required to hold them skidded ; and appears to bear a relation to the 
weight on the vohcels themselves, as well as to thdr adhesion and 
velocity. 

It would seem that the great increase in the fHctlonal resistance of 
the blocks on the wheels just before and at the moment of skidding, due 
to the increase in the coefficient of friction when the relative motion of 
the blocks and the wheels becomes small, is what destroys the rotating 
momentum of the wheels so quickly. 

With constant pressures, the fticrion between the blocks and the 
wheels, and consequently the retarding force, increases as the velocity 
decreases. 

In order to obtain the maximum retarding power on a train, the 
wheels ought never to skid ; but the pressure of the brake-blocks on the 
,^.u.»,ie 
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wheels ought just to stop short of the 
skidding point. In order that this may 
be the case, the pressure between the 
be very great when the brakes are 
diminish until the train comes to 



There are other points of interest indicated by the diagrams which 
require further elucidation j among which may be mentioned the 
question whether the coefficient of friction diminishes when the pressure 
increases and the velocity remains constant. Another question is as to 
the practical effect on the wheels themselves resulting from the greater 
amount of work done by retarding the wheels without skidding, as 
compared with the effect of skidding. 

The general conclusion which would appear to follow from the 
results of these preliminary experiments is that none of the hand brakes, 
and only some of the continuous brakes now in use, have been designed 
with a clear knowledge of the most essential conditions required in a 
perfect brake. 

Experiments coimected with the acdon of brakes on railway trains 
require very delicate apparatus ; and the author in conclusion wishes to 
explain that the credit of the design of the apparatus used in these 
experiments, and of the successful manner in which the apparatus was 
applied, belongs entirely to Mr, Westinghouse. The efficiency of the 
arrangements for making the eJtperiments which contributed to the 
successful results obtained is due to the London, Brighton & South 
Coast Railway Company, as represented by their locomotive engineer, 
Mr. Stroudley, who gave much personal attention to the work, and by 
Mr. Knight, the genera! manager, who afforded every facility for the 
UK of the line. 
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ON THE EFFECT OF BRAKES UPON RAILWAY TRAINS. 
(^Second Paper.) 

Bv Captain DOUGLAS GALTON, C. B., Hon. D.CL., F.R.S., or Lokdon. 

The experiments which (he author brought to the notice of the 
Institution at the Paris meetmg have since been continued, and the 
results then obtained have been more completely investigated. 

The apparatus used was substantially the same as was described in 
the first paper. But for the new experiments, it has been somewhat 
altered by a rearrangement of the levers. The altered arrangement is 
shown in Figs. 14 and 15. In the first experiments the fricdon of 
each pair of brake-blocks upon the wheel was recorded on a separate 
diagram.. By the rearrangement the levers from all the brake-blocks 
act on one dynamometer, and the friction of all the four brake-blocks 
applied to the pair of braked wheels is recorded on one diagram. The 
description of the manner in which these levers act, given in the first 
paper, applies generally to the altered arrangement. An addition was 
also made to the apparatus, for the purpose of obtaining the proportion 
of the weight of the van which rested on the braked wheels. To effect 
this, a dynamometer (No. z), of similar construcuon to the others 
already described, was fixed to levers L L, as shown in Figs. 14 and 
I ;, these levers being connected with the ends of the springs which 
support the body of the van above the unbraked wheels. From the 
diagrams furnished by the indicator for thb dynamometer, the propor- 
tion of the weight of the body of the van resting on this pair of wheels 
was obtained. 

The wdght of the body of the van with the apparatus, etc., when 
stationary, was found to be as follows : — 



To this had to be added the weight of the persons in the van, : 
that of the wheels, axles, axle-boxes, and springs. The former i 
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assumed at 1 60 lbs, per person; an ex- 
periment made by weighing thirteen per- 
sons, who had traveled in the van on one 
of the days of the eiperiments, having given an average vfeighr of 159 
lbs, per person. The latter was obtained as nearly as possible from the 
records of the locomotive department of the Brighton Railway, and 
formed a constant quantity, one-half of which, with the allowance for 
the number of persons in the van, was added to the difference between 
the weight shown by the diagrams and the total weight of the body of 
the van, to obtain the weight on the braked wheels. This weight 
varied at almost every moment during the experiments, and the actual 
wnght at the moment has b all cases been taken for calculating the 
adhesion,* 

Preliminary Oiservations on ihe Experimenn. — The author would 
in the first place observe that most of the conclusions given in the first 
paper will be found to be generally borne out by a fiirther study of the 
diagrams ; but some modification is required in the opinion expressed 
that, when the friction of the brake-blocb is sufficient to check the 



* The mode of action of the dynimometers used foi measuring the various forces was 
described jti the liist paper ; but is many questJons hace been asked of the author about 
the action of the supply valve E ( Fig. 4 ) , the following remarks are here added 

In order to inake the acdon of the valve more clear, let it be supposed that there is 
a constant force, such as a weight, acting on the piston B B, and that the whole appar- 
atus is full of water. As the water slowly leaks past the piston of the indicator, the 
piston B B will slowly descend until the brass collar touches the top of the valve 
spindle. It wiU oke some force to open the valve, on account of the excess pressure 
of water on iQ other aide^ and also on account of the spring which forces it on its seat ; 
and tlui will introduce a small error in the reading of the indicator, as the whole 
weight will not be supported by the pressure of the water, and consequently the pro- 
lure will fall and the indicator pencil will stand too low. 

As the leakage continuea, the hrm collar will force open the valve, and it will open 
it juit 90 much aa to allow the same quantity of water to enter as leaks past the indi- 

the valve will close slightly and thus diminish the quantity of water which enten ; and 
If less comes in, the opposite takes pbce. In passing through the imill opening of the 
its eicess pressure destroyed. 
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rotation of the wheel, the rotation h 

immediatel)' slopped altogether. On the 

contrary, a closer examinatiDn of the 

diagrams shows that in every ca^e where the wheels become locked 

and slide on the rails, there occurs, just before this takes place, an 

appreciable interval of time during which the speed of rotation b 

gradually, though rapidly, diminished. 

General Dacripiian of the Experiment!. — The brake-blocks were 
applied to both sides of the wheels ; that is to say, there were four 
brake-blocks to each fAV of wheels. This arrangement prevents a strain 
being brought upon the axle. The blocks were made of cast-iron — 
wooden blocks being too soft, and wroughi-iron blocks proving irregular 
in their action, apparendy from a change in condition, owing to the 
high temperature evolved by friction. It would indeed seem probable 
that wraught-iron as well as steel blocks would prove injurious to the 

The experiments on the Brighton Railway, which were made with 
the ezpenmental van and an engine, have been supplemented by some 
ftuther experiments made on the North Eastern Railway with a train 
of twelve vehicles fitted with the Westinghouse brake and a similar train 
fitted with the Smith-Hardy vacuum brake. 

The experiments on the Brighton Railway may be divided into two 
classes : ( i ) those made whilst the speed of the engine was kept up at 
an ascertuned rate; (z) those made by slipping the van when the 
required speed had been obtained, and allowing (he van to come to rest 
by the applicauon of the brakes. In the first class of experiments the 
recording apparatus was set in motion by hand at a convenient time 
before the brake was applied ; in the second class the recording 
apparatus was set in motion by the automatic application of the brake at 
the moment of separation from the engine. 

The general action of railway brakes may be thus described : When 
a train is moving at a g^ven velocity, the adhesion of the wheels on the 
rails causes them to revolve ; every point on the surfece of the tire 
moves round at the same rate as that at which the tram itself is moving 
forward ; but every such point, in relation to the forward movement of 
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the [run, comes successively to rest at the 
moment when it comes in contact with the 
rail. Now, when the brake is applied 
with a slight pressure only, the wheel continues to move round at the 
game rate as the train is moving, but it moves with more difficulty-, and 
[his increased difficulty in moving is shown eittjer by an increase in the 
tracdve force required to keep up the forward motion, or, in case* where 
[he accelerating force is not kept up, by the tendency of the moving 
mass to come to rest in a shorter dme than would o[herwise be the 
case. Bu[ if [he pressure wi(h which the brake is applied be increased, 
a point is reached when the IHction be[ween the brake-block and the 
wheel first approaches, then equals and finally exceeds the adhcaion of 
[he wheel on the rail, which adhesion corresponds with the static 
friction between the surfaces, because the part of the tire in momentary 
contact with the rail during its rotation, is for that moment at rest in 
relation to the forward movement of the train. When this happens, 
the wheel first begins to revolve more slowly, and then ceases to revolve 
and slides along the rail, or, as it b usually termed, is skidded. In this 
case the retardation is no longer due to the pressure upon the brake- 
block and consequent fricnon between the brake-block and the dre of 
the wheel ; but the vehicle is transformed for the time from a vehicle 
on wheels into a sledge, and the retardation due to the brakes is thus 
the excess of resistance which is produced by making the vehicle slide 
along the rails, over that produced by makbg the vehicle move forward 
on wheels revolving freely. 

It is therefore necessary to consider the experiments under these two 
different conditions of retardation, and we arrive at the two following 
conclusions : — 

(A) So long aa the wheels contmue to revolve, the measure of 
retardation is the friction between the brake-blocks and the wheels, and 
this b represented by : — 

The coefficient of Iricdon between the brake-blocks and the 
wheels X the pressure applied to force the blocks against 
the wheels. 

(B) As soon as [he wheel begins to slide on [he rail, the n 
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retardation is the friction between the 
wheel and the rail (which b equal to 
the strain exerted by the brake-blocks 
to hold the wheels in their fixed position), and this is represented 
by:- 

The coefficient of friction between the rails and the wheels X the 
weight upon the wheels. 
In consideting these experiments, it will therefore be convenient to 
class the results obtained under the following heads : — 

1. Tkt coefficient of friction ietwecs the hrake-bkcks and the 

2. The coefficient of friction between ike wheels and the rails. 

3. The general effect of the application of the brakes in retard- 

ing the train, as shown by the strain on the draw-bar. 

4. The proportion which the pressure applied to the brake-blocks 

should hear to the weight on the wheels at different 
velocities. 

5. The effect of the time expended in bringing the pressure to 

bear on the taheeb. 

1. Coefficient of friction between the brake-blocks and the wheels. 

The diagrams^ shown in Figs. 16 to i8 will conveniently illustrate 
this question. During each of these experiments the velocity of the 
braked wheels was uniform, as shown by the line S S. In Fig. 16 the 
pressure on the brake-blocks was also uniform, as shown by the line 
P P. In Fig. 18 the pressure P was made to vary. 

It appears from Fig. 16, where the pressure and velocity were 
practically uniform, that the friction diminishes as the time of application 
of the brakes continues. This is shown by the fall in the friction line F F. 

* The mulciplien r«quirrd ir the prfst^nt sciia of diagiams for reducing the ordi- 
nites to actual tta. of fore* are somewhat different from those in the fomnet series (see 
p. Jl). They ate here as foUows :^ 

Line F F, No. I. Dynamome«r (totalfri.tiononbl«ks) f ° ''f" ■''l^f i- 

' \67.idunng do. 

Line P P, No. 3. do. (total pteisure on blocks) 1+0. 

LineTT,No.4. do. (total traction on draw-bar) 30. 

Line S S, No. j. do. (speed of braked wheels)— to scale, 

^■'"'Sl'-' 
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It appears from Fig. 1 8, that the Miction 
varies with the pressure, the friction Hne 
F F following the rise and fall of the press- 
ure line P P ; and it appears by comparing Fig, 1 6, where the velocity 
was 55 miles an hour, and Fig. 1 7, where the velocity was 40 miles an 
hour, with Fig. 20, where the velocity was only 1 5 miles an hour, that 
the proportion of friction to pressure was greater at the lower than at 
the higher velocity. This latter fact is further shown in Fig. 1 9, where 
the experiment commenced at a speed of 52 miles an hour, and ended 
with the train coming Co rest. In this case the effect of time on the 
application of the brakes came into play ac first, and the friction became 
somewhat reduced ; but when the velocity had seriously diminished, 
the friction rapidly increased until it nearly approached the value of 
static friction. The proportion wliich exists between friction and 
pressure is the coefficient of fnction, and it thus appears that the <aefi- 
cient of friction increases as the velocity diminishes; and diminishes, 
at any rate tvhen the surfaces are steel and cast-iron, as the time 
increases during which the pressure has been applied. 

Some special experiments were made with blocks of small area. 
The brake-blocks generally used in these experiments were 1 z inches 
long by 3 inches wide, givuig a surface of 36 square inches ; the small 
brake-blocks were made so as to afford a surface of pressure against the 
wheel of only one-third of ihis amount, or i z square inches, thus 
making the pressure per square inch three times as great as before. 
The diminution of surface was obtained by casting projections upon the 
face of the block. The author is not prepared to say chat any greater 
coefficient of friction was obtained by the extra pressure per square 
inch, although in one of the experiments. Fig. 21, at a velocity of 60 
miles an hour, the rotation of the wheels was arrested by these blocks, 
whilst this effect had not been produced at that speed in other experi- 
ments. The experiments on this form of block were stopped because 
the blocks were entirely worn down in the course of about twelve 
experiments. 

Mr. Rennie showed* that high pressure per square inch produced a 
*Pha. Trans, for 1S19, p. 159. 
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greater coefficieni of fricrion between sur- 
faces either moving very slowly or nearly 
at rest ; but it must be borne in mind 
that the author'i experiments were made with high velocities, whereby 
a serious element of disturbance is introduced, viz., the grinding away 
of the surface ; and it is therefore probable that the increase in the 
coefficient of friction due to increased pressure may have been neuual- 
ised by the lubricating effect of the fine particles ground off ihe 
surfaces. 

While the author refrains from expressbg any certain opinion as to 
the relation which the coefficient of friction bears to pressure, so far as 
these experiments are concerned it is quite clear that in proportion as 
the pressure is increased or diminished so will the actual fHetion 
obtained be increased or diminbhed. When the friction which exists 
between the brake-blocks and the wheel dius reaches a certain point, 
the wheel ceases to rotate and becomes flied. This point is reached ■ 
when the frictional resistance of the blocks exceeds the adhesion 
between the wheel and the rail if the speed is kept up ; or, if the 
speed is slackening, when it exceeds the adhesion between the wheel 
and the rail, plus the effort required to retard the rotation of the wheel 
equally with the retardation of the train ; and the e 
then acts as an unbalanced force, lending to destroy the n 
the wheel. As far as can be judged from ihe experiments, it would 
seem that, whether the speed be high or low, nearly the same absolute 
amount of frictional resistance is required to skid the wheel, other 
things being equal ; but that the time during which the rotation of the 
wheel is slackening, before it is completely stopped, varies with the 
speed. Thus it would appear from a comparison of Fig. 20 with Fig. 
2 1 , that whilst at 1 5 miles an hour the wheel skidded in about ^ 
second, at 60 miles an hour it required about 3 seconds to skid the 
wheel. 

The amount of frictional resistance which determines the pcrint at 
which the rotarion of the wheels is checked varies, it is true, in the 
different experiments. The ratio which it bears to the weight upon 
the braked wheels is in some cases as low as .19; and in some cajej 
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as high as . 3 ; or even somewhat more, 
the average being about . z ; of the weight 
on the wheels. But it clearly represents 
simply the adhesion between the wheel and the rail, and varies only 
with this, and not with the speed. Thus in Fig, zi, where the 
velocity was 6o miles an hour, the amount of actual frictional reskt- 
ance which checked the rotation of the wheels was about 2,O0O lbs,, 
exhibiting an adhesion of about ig.i per cent. Again, in Fig. zo, 
where the velocity was 1 5 miles an hour, the actual amount of friction 
appears to have been about z,i6o lbs., exhibiting an adhesion of about 
19.6 per cent.* As these two values are so nearly equivalent, it 
would thus appear that the effort retarding rotation is much the same 
at all speeds ; and therefore that the point at which the retardation of 
ihe rotation of the wheels commences does not vary with the momen- 
tum of the wheels, but depends entirely upon the adhesion between 
the wheel and the rail. 

It will be observed in F^s, zo and zi, where the wheel was 
skidded, while the train went on, as well as in Fig. 19, in which, the 
experiment commenced at a high velocity and ended with the stopping 
of the train, that just before rest, at the moment when the rotation of 
the wheel was stopped, a considerable increase b the amount of fric- 
tion took place. At thb point the coefficient of friction will be found 
to correspond with the coefficient which has been noted by former 
observers as that of static friction, or of friction between sur&ces mov- 
ing at very slow velocities. The sudden jump in the diagrams shows 
the sudden change from the one coefficient of friction to the other, at 
the moment of the wheels ceasing to rotate. In some instances the 
friction thus developed amounted to .30 and even .325 of the pressure, 
which is about equivalent to the coefficient of static friction between 
steel and cast-iron, as given in Rennie's experiments. 

It has been shown above that, whether the velodty be high or low, 
the period at which the rotation of the wheel is stopped, so that it 
slides on the rail, depends upon the amount of friction between the 

* In this and other caio the diagrams exhibited are merely specimciu of a veiy brge 
\ra\xt in the luthor'i possession, all lading to the ume concluaon, 
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brake-block and the wheel, the weight 
upon the wheel, and the condition of the 
rails, which governs the adhesion between 
the wheel and the rail. Therefore, with the same weight on the 
wheels, and the rails in a similar condition, the same amount of brake 
friction will stop the rotation of the wheels whatever be the speed. 
The manner in which speed affects this question is due to the fact 
that in order to obtain the same absolute amount of tnctional reliance 
at a high speed as at a low speed a greater pressure is required. 

For instance, selecting at random two experiments (No. i6 and 13, 
of the izd July), in the first, with a speed of about 16 miles an hour, 
a pressure of 8,169 l'"- applied to the brake-blocks produced a friction 
of 1,560 Iba; whilst In the second, with a speed of about 50 miles per 
hour, 1 pressure of 13,900 lbs. applied to the brake-blocks produced a 
friction of only 1,400 lbs. 

There is much difficulty, however, in satisfactorily esiabllshmg the 
coefficient of friction which obtains at different velocities, owing to the 
fact that the time during which the pressure is continued to be applied 
enters so largely into the amount of friction produced by a given 
pressure. Thus in Fig. 16, with a speed of from ;5 miles falling to 
■ about S3 miles per hour, a pressure of 3;, 000 lbs. at the commence- 
ment of the experiment produced a frictional redstance of about z,ooo 
lbs., whilst afrer 10 seconds the amount of frictional resbtance had 
dimmished to 1 ,400 lbs. , although the pressure maintained was the same. 
Similarly, in experiment No. 31 of 23d August, at a speed of 30 
miles an hour, a pressure of 12,000 lbs. produced at first a frictional 
resistance equivalent to 1,860 lbs.; but after 10 seconds this amount 
had fallen to 1,260 lbs., although the pressure had been raised to 
13,440 lbs. It thus appears that the amount of friction b greatly 
dimmbhed as the surfaces continue In contact. But the fiill pressure 
cannot be applied absolutely instantaneously ; and however short the 
mterval of time between the commencement of the experiment and the 
point at which the friction and pressure are measured, that interval is 
sufficient 10 affect the proportion which the friction bears to the pressure. 
The experiments with which the author has had to deal are m^re- 



r 



GALTON- 

WESTINGHOUSE 

TESTS 



Air Brake Tests ff£l^ 

over 90 numerous, and th«r reduction has 
been a work of so much labour, that he 
u not yet prepared to say that the coeffi- 
cient of fiiction which he is about to give may not be liable to some 
modification when he has had time for firther collation of the results. 
With this reservation he appends the following table, which gives, it is 
believed, a fi\x approximation to the coefficient of friction at difierent 
velocities between cast-iron brake-blocks and steel tires as used in these 
experiments. 

Taili I. — Static and Dthamk Fmction. 
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This table indicates clearly the decrease 
in the coefficient of friction dependent 
upon increased velocity, and also the de- 
crease due to the increased time during which the surfa 
contact. Further collation of the results of the experiments already 
obtained will however be necessary before an endeavor is made to 
deduce the actual laws of these decreases. 

A certain number of experiments were made with wrought-iron 
blocks ; the results, so far as the coefficient of fiicdon b concerned, arc 
shown in the following table : — 



t 11— 



r Who 



..„ 


=„., 




WrouthWro 


BIceki ind Sletl 1 


^ 




E.T 


Uilapci 


or 


ffiE'"' 


'•s.-.r' 




fronut 
SttonJi 


,. 


70 


48 




.MO 










4i 
16 


3' 




.119 
..70 


.11 




.099 





These blocks were not satb&ciory in their operation. The surfece 
seemed to be much affected by the increased temperature resulting from 
the Iriction, and jerks were produced which threatened to damage the 
apparatus. 

The effect of sand on the rail, when fairly delivered under the wheel, 
is largely to increase the adhesion, both of the blocks and of the rails. 
Fig. 22, where the van was started from rest, exemplifies this. The 
average . coefficient of friction whilst the wheels were revolving was 
.278, which is a much larger value than those pven in Table i. Just 
before the skidding took place the fiictional resistance was equal to 
about 4,400 lbs., or nearly .46 of the pressure applied, and about .40 
of the weight on the braked wheels j which represents, therefore, the 
adhe^on of the sanded ruls. In the case of wet and greasy rails, sand 
appeared to make the adhesion about equal to that of a dry rail ; but on 
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appear to produce much effect, probably 
from being scattered by the wind caused 
by the motion of the van. 

It must always be borne in mind, in discussing these experiments, 

that, when high speeds are used, the disturbing causes are so great that 

it is only from the average of a large 

Ezperlraent No. IB number of experiments that usefiil re- 

VoDBiiiniiigfromreet. sults Can be obtained. 

z. Coefficient of frUtion between the 
wheeh and the rails. 
When the rotation of the wheel has 
been arrested by the pressure of tlie 
brake-blocks, and the wheel slides on 
the rail, the retardation of the vehicle 
arises from the friction between the 
wheel and the rail. In this case the 
pressure arises from the weight of the 
vehicle on the rail. The friction is 
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measured by the force which is exerted in holding the wheel in its 

fixed poMtion, or by the force required to draw the skidded wheel along 

the rail, over and above that required when the wheel rotates freely. 

The experiments show that these forces are practically the same in amoimt. 

The experiments on the Brighton Railway were made chiefly upon 

steel Tails ; but a certain number were made on a portion of the line 

e iron rails are in use. The following table gives approximately 

jfficient of fiiction derived from these experiments : — 
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Experiment No. 17 
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difference between the friction 
as noted with steel tires on 
iron rails, and with steel tires 
on steel rails ; the proportion 
which the friction bears to 
the pressure, or the coeffi- 
cient of fraction, is greater 
in the case of iron rails than 
in the case of steel rails. 

The diminution in the 
coefficient of friction arising 
from the increasing time 
during which the sur&ces 



marked in the case of the 
that of the wheel revolving against the 
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Hie practical inference to be drawn 
from the results which have been obtained, 
as to the low coeiEcieni of friction when 
the wheels slides on the rail, is exemplijied in the experiments made on 
the Brighton Railway, where the van was detached from the engine when 
traveling at an ascertained speed, and allowed to come to rest. The 
diagrams shown in Figs. 23 and 24, afibrd a &ir example of the disad- 
vantage of applying such in amount of pressure as will cause sufficient 
fiicdon to stop the rotation of the wheels, in cases where a rapid stop 
is required. In Fig. 24 the pretsure applied amounted to 24,010 lbs.; 
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tlus was rather more than twice the weight on the wheels, and was 
sufficient after a diminution had taken place in the speed of the van 
from 60 miles to somewhere about 52 miles per hour, to arrest the rota- 
tion of the wheels. On the other hand, in Rg, 1 o, the maximum pres- 
sure applied was about 17,500 lbs,, which did not produce sufficient fric- 
tion to arrest the rotation of the wheels. In the experiment shown in 
Fig, 2 3 the van came to rest in 1 1 J^ seconds and in a distance of 1 8 9 
yards, on a descending gradient of 1 in 1056 ; in the experiment 
'hown in Fig. 24 the van was more than 30 seconds in coming to 
« on a level, and ran a distance of above 400 yards. 
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3. General effect of the ofplkatki, of WESTINGHOUSE 

the brakes in retarding the train, as TESTS 

shown iy the strain sn the draw-bar. 

The application of pressure to the brake-blocks, and the trjcdon 
thereby produced, causes an immediate strain on the draw-bar propor- 
tional to this friction. This is very clearly shown in Figs, 16, 17, 1 8, 
2;, 26, and 27, which are all selected from cases where the experiments 
took place on ascending gradients or on a level. It will be observed in 
these diagrams that the actual amoimt of friction increases with the 
pressure, up to a certain point ; and then, if the friction is not sufficient 
to atop the rotation of the wheel, the decrease in the coefficient of 
friction, arising from the time during which the surfaces are in contact, 
causes the actual friction to decrease ; and the strain on the draw-bar 
regularly follows the line of this decreasing friction. If, on the other 
hand, the pressiire and consequent friction is sufficient to stop the rota- 
tion of the wheel, the strain on the draw-bar falls at once, on the 
rotation bang checked, to a point corresponding with the dimitushed 
retardation resulting from the sliding of the wheel on the rail, as com- 
pared with the retardation caused by the friction of the brake-blocks on 
the wheel whilst the adhesion between wheel and rail acts freely to 
cause rotation. The draw-bar strain thus shown was in some cases not 
much more than twice as great as the ordinary traaive force previously 
shown to exist before the brake was applied. 

Were there no disturbing causes when the brakes are appUed to the 
wheels, and were a uniform speed maintained without skidding, the 
difference between the tractive force, or strain on the draw-bar, exerted 
after, and that exerted before, the application of the brakes would be 
equal to the friction between the brake-blocks and the wheels ; and thus 
the friction between the brake-blocks and the wheels is the meastuv of 
the retardation caused by the action of the brakes on the train. 

The next point to which attention may be directed in the diagrams 
is the following. When the rotation of the wheels has been arrested, 
the strain on the draw-bar, as already observed, becomes much less than 
that which prevailed whilst the wheels to which the brakes are applied 
continue to rotate ; but when the pressure apphed to the brake-blocks 
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is removed, so that the wheels whose 
rotation had been arrested beg^n to re- 
volve again, this release of the wheels, at 
the moment when thej' take up their rotation, occasions a sudden 
strain on the draw-bar ; because the adhesion between the wheels and 
the r^s then comes into operation, and holds the wheels so as to com- 
pel them to rotate. 

Thus in Fig. zi the tHction between the brake-blocks and the wheels, 
which determined the point of skidding, was about i ,g8o lbs. , equivalent 
to . [9 of the weight on the wheels ; this is the value of the adheMon 
between the wheels and the rails in the experiment in question. Now 
it will be seen that at the moment when the wheels were bepnning to 
rotate, after the skidding, a strain was brought on the draw-bar of from 
1,900 to 1,000 lbs. (or from . 19 to, zo of the weight upon the wheels) 
in excess of the average strain which the draw-bar showed after the 
wheels had acquired the rotation due to the forward movement of the 
train. Thus the extra strain on the draw-bar due to the wheels again 
taking up their rotation was equal to the adhesion, in the experiment in 
question ; and this appears to be the case generally. 

4. Proportion tahich the pressure applied to the braie-blocks should 
bear to the weight on the wheels at different velocities. 

The main practical advantage to be derived from the information 
pven by these experiments, as to the coefficient of fiiction between 
brake-blocks and wheels, is the assistance which it affijrds towards 
determining the degree of pressure that should be applied to the brake- 
blocks in order to produce the required amount of retardation. 

It is the adhesion between the wheel and the rail which governs this 
question, and if the adhesion were always uniform the rule would be 
very simple ; but this is not the case. 

In the experiments now under discussion, the adhesion appears to 
have been on an average about .24 to .25 of the weight, but it was 
sometimes below .ig, and sometimes higher than .zj. Now it is 
clear that (l) the pressure which, if applied, would stop the rotation 
of the wheels when the adhesion is low is much less tlian that which 
.^■>H»(le 
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Taili IV. — Ratio of 
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would stop the rotadon when the adhe- 
uon is high; and (z) the higher the 
pressure which is applied, short of that 
of the wheels, the greater is the friction and 

of the train, 
^ves approximately the proportion which the 
) the brake-blocks should bear to the weight 
with coefficients of adhesion between wheel 
■ to . 1 ; of the weight on the wheels : — 

BlAKI-ILOCK PlltSUai TO WllCHT ON Whieu. 
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It will be seen that, when the adhcMon equals .30 of the weight, a 
pressure equal to 1,2 of the weight would skid the wheel at 71^ miies 
per hour, whilst a pressure equal to 4.14 times the weight would be 
required to do so at 60 miles per hour. On the other hand, if the 
adhesion is only . i J, the pressure requisite to skid the wheel would be 
only .60 of the weight at -jy^ miles per hour, and z.o8 of the weight 
at 60 miles per hour. 

Thus the effidency of a brake depends upon the pressure being pro- 
portioned to the speed and to the adhesion. Therefore every eng^e 
should be provided with a speed-indicator, in order that the driver may- 
know with certainty the speed at which he is travelling. 

At present no means arc in use by which the pressure can be regu- 
'ated with a due regard to the adhesion, beyond those dependent upon 
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the judgmeni of the engine driver. There 
is, however, no reason why, in the prog- 
ress of mechanical science, both the 
above conditions should not be regulated by a self-acting arrangement. 
It may be added thai the adhesion, and consequently the retarding 
effect of the brakes, would be greatly increased were means devised 
for pkdng sand under every wheel to which a brake is applied during 
the progress of a stop. 



5. Effect of the time expended in bringing the pre 
on the wheels. 






The experiments made with the experimental van on the Brighton 
Railway showed the following results as to the times of stopping of the 
van, when released from the engine by a slip-coupling, at various 
speeds, and with both pairs of wheels braked : — 
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The rapidity of the stop depends itiuch upon the rapidity with 
which the brakes are brought to bear on the wheels. This is illustrated 
by Figs. 18 and ig. In Fig. a8, the speed was 51 miles an hoiu- ; 
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WESTINGHOUSE the M pressure was brought on imme- 

"^^^"^5 dialely, and the van was brought to rest 

in iij4 ^conds and in i J i yards, on a 

descending gradient of i in 176. In Fig. 29 the speed was about 

i;z miles an hour; the pressure was applied gradually, beginning to 

be brought on after 1 second, and the scop took place in 1 5 seconds 

and in z 1 5 yards on a level. It is thus abundantly clear that the 

rapidity with which the pressure can be applied to the wheels through the 

medium of the brake-blocks materially influences the rapidity of the stop. 

This points to the advantage of being able to move the brake-blocks 

with great rapidity from their position of Inaction to that of contact with 
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the wheels; because it is essent: 
out of use, shall be removed ti 



CO provide that che brake-blocks, when 
a discance from the wheels sufficienc to 



prevent the possibility of their dragging against che wheels, and thus 
causing retardacion to the progress of the train. The question of the 
rapidity with which brakes can be applied in practice is thus one of 
much importance. Through the courtesy of the Directors of the 
North Eastern Railway, and their General Manager, Mr. Tennani, 
the author was enabled Co make some experiments upon two trains, one 
fitted with the Weatinghouse brake, che other wich che Smith-Hardy 
Vacuum brake ; che object being to ascertain the rate at which the 
pressure upon the brake-blocks is applied in practice to the wheels of a 
train, in four different parts of the train, viz. : — 
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1st, Next to the engine ; 

md. At a distance of six carriages 

from the engine ; 
3rd, At a diaunce of twelve carriages from the engine ; 
4.th, At a distance of twenty carriages from the engine. 
The trains upon which these experiments were madt 
follows : — 

Tabl. VI.— ■Weights or TuAim. 



nigra — 3 Composite 

7 Third-Clasa 
crimaila] Van . . 

Total Vacgun 




167 



3 



Therefore, in the case of the Westinghouse train, 93.7 per cent, of 
the weight, and in the case of the Vacuum, 94.+ per cent, of the weight, 
was on the braked wheels. The weight of the engme and tender 
resting on braked wheels was, in the case of the Westinghouse, 26.7 
per cent., and in the case of the Vacuum, 29.4 per cent,, of die 
whole weight of the train. 

The recording apparatus in the van was set in motion by means of 
an electric connection with the brake lever attached to the engine. 
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The author had intended this to come 
into operation at the firat movement of" 
the brake lever ; but by the arrangement 
made the lever could move through two-thirds of its stroke 
before setting the apparatus in modon ; so that, when the handle 
of the lever was moved slowly, any acdon on the brakes which 
might take place before this point had been reached would not be 
recorded. 

The Westinghouse train was a train which had been working in 
regular traffic, and was run in pracdcally the same condidon as when 
running on the line, except that it was put in good order. The 
Vacuum carriages and engine were altered from what had been their 
condition on the North Eastern Railway, by the substitution of the 
Hardy cylinders for the Smith Vacuum sack, and by alterations in the 
ejector on the engine. On the ordinary passenger engines of the 
North Eastern Railway the bottom nozzles of the ejector are 2 in. 
diameter, and the top nozzles 2 ^ in. , and the steam pipe 1 ^ in. In 
the experimental engine one of die bottom nozzles was i^ in. 
diameter, and the other i in. diameter ; the top nozzles z 7/i in, diameter 
and z^ in, respectively, and the steam pipe z in. inside diameter. 
The leverage was also much more powerfiil than that in use on the 
other passenger engines of the North Eastern Railway, so that a very 
high pressure could be applied to the engine wheels. These alterations, 
it was stated, were made in order to place the train in the same 
condition as trains recendy iiited up on other lines. 

It was intended that the brakes should be so arranged that each 
brake-block, when in a slate of inaction, should be removed a flill 
quarter of an inch from the surface of the wheel, so as to ensure that 
there should be no dragging. This condition was tiiliilled in the 
Westinghouse train ; but in the Vacuum train the blocks, except in 
two or three instances, were much closer, indeed often less than ^ 
inch, and in some cases less than -}g inch from the tire of the wheel. 
The Westinghouse train, as well as the experimental van, was fitted 
with continuous draw-bars. The Vacuum carriages had n 
draw-bars. 



'-^ ^<> Brake Tests r^;:;;;^^ 1 

The experiments were commenced by WESTINGHOUSE 

putting the van next the engine, and so TESTS 

running from York to Knaresboro' ; the ' 

van was then turned and placed at the tail of the train on the return 
journey. 

After the Vacuum train had made sin stops with the van next the 
enpne, during the journey to Knaresboro' , while making a stop on an 
ascending gradient of i in izo, a coupling-hook broke in the leading 
van, next behind the experimental van, A fresh connection was made, 
but it was found, on returning co York, that the vacuum cylinder on 
the tender, for working the engine brakes, had become detached ; this 
was apparendy caused by a want of sufficient play in the lever con- 
necting the Hardy cylinder with the engine brake. The experiments 
subsequent to the fracture rest under a doubt, therefore, as to repre- 
senting truly the performance of the Vacuum train. 

On the following day the van was placed in the middle of the train. 
In this case the lirst experiment was made with a speed of ;o miles 
per hour. There was a violent jerk, and the draw-bar of the leading 
van was torn out, and the train separated from the en^e. As ttie 
Vacuum is not an automadc brake, the fracture caused the brakes to 
be taken off the train ; the rapid and judicious action taken by those in 
charge of the engjnc prevented, however, any serious collision between 
the engine and the train. 

These fractures of couplings appear to have been due to the more 
poweriiil and immediate application of the brakes on the engine in 
these cases as compared with the rate at which the brake-blocks came 
on at the rear of the train ; the buffers were consequently driven 
home for a time, and then, at the moment when the reacdon of the 
buffer-springs was commencing to have its effect, the brakes at the rear 
of the train also came into operation ; thus a violent, and in the last- 
mendoncd case a successfril, effort at separation occurred between the 
engine and train. 

After this accident the experiments were continued with eleven 
carriages instead of twelve, the van being fifth instead of sixth from 
the engine. The brake-lever was moved with caution ; the electrical 
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for starting the recording 

apparatus also acted irregularly, so that 

the diagrams of these fitrther experiments 

between themselves as to the rate at which 
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The author on this account obtwned the permission of the North 
Eastern Railway to repeat these experiments, and the renewed trials 
took place on the i8th October, On this occasion the recording 
apparatus was set in motion by the first movement of the brake lever. 
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The experiments on the Wesiinghouse 
train were partly made by slipping the 
experimental van and eleven carriages, 
and allowing the slipped portion to co 
action of the brakes. The experiments 
repetidon of those of the second day ; m the course of the ninth experi- 
ment the draw-bar of the second vehicle from the engine gave 

Figs. 30 and 3 I show the results obtained from the two first days' 
experiments on the North Eastern Railway as to the rates at which the 
pressures and frictional resistances come into operation in each position 
of the van in the train ; and the accompanying table shows, as nearly 
as can be obtained iiom the diagrams, the time which was required 
after moving the brake-handle to set the brakes with various degrees of 
force in different parts of the train. The last experiment, where the 
van was the twenty-first vehicle fi-om the engine, was made with a 
stationary train of twenty carriages, there being only twelve carriages 
available on the experimental train. 
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The short time which has elapsed since the above experiments were 
made has not allowed the author to analyse the results fiilly for the 
present meeting. They give, however, a fair approximate indication 
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TESTS on, with these forms of brake, in differ- 

' ent parts of a train. It was evident in 

the course of these experiments that the difference m the rapidity of 
application in the rear as compared with the front of the train pves rise 
to jerks and unpleasant motion in the process of stopping, if not to 
actual danger. They clearly show (as do also the experiments already 
mentioned on the Brighton Railway) that the perfection of a brake 
would combt in its application being simultaneous on all the wheels of 



The following table gives the particulars of the stops which took 
place in the experiments of all three days. On the first day the 
weather was very rainy and disagreeable ; on the second day the 
weather was line j on the third day the morning was foggy and damp, 
and the rails very greasy ; the afternoon was dry and fine. 
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Condttshtts. — In conclusion, the 
author would recapitulate what appear 
from these experiments to be the essential 
conditions of a good brake, in addition to other matters not coming 
immediately within the scope of this inquiry. 

1st. The skidding of the wheel, so that it slides on the rail, is 
altogether a mistake, so tar as rapid stopping is concerned, 

znd. The pressure with which the brake-blocks are applied to the 
wheels should be as high as possible, short of the point which would 
cause the wheels to be skidded and to slide on the rails. 

3rd. The rotation of the wheel is arrested as soon as the fiiaion 
between the brake-block and the wheel exceeds the adhesion between 
the wheel and the rail ; and therefore the amount of pressure which 
should be applied to the wheel is a fimction of the weight which the 
wheel brings upon the rail. The value of this fimction varies with 
the adhesion ; hence, with a high adhesion a greater pressure can 
be applied, and a greater measure of retardation obtained, than with a 

4th. In practice and as a question of safety it b of the greatest 
importance that, in the case of a train travelling at a high speed, that 
speed should be reduced as rapidly as possible on the first applicarion of 
the brakes. For instance, a brake which reduces the speed from 60 
miles an hour to 20 miles an hour, in say 6 seconds, has a great 
advantage as regards safely over a brake which would only reduce the 
speed from 60 to 40 miles an hour in the same time. 

5th, The friction produced by the pressure of the brake-block on 
the wheel is less as the speed of the train is greater ; to produce the 
maximum retardation so far as speed is concerned, the pressure should 
thus be greatest on first application ; and should be diminished as the 
speed decreases, in order to prevent the wheels from being skidded (or 
sliding on the rails) in making a stop. It should be added that the 
coefficient of friction decreases as the time increases during which the 
brakes are kept on ; but this decrease is slower than the increase of the 
same coefficient due to the decrease o( speed ; it has therefore little 
influence in the case of quick stops. 
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WESTINGHOUSE 6ch. The maximum prewure should be 

applied to the wheels as rapidly as possible, 

and uniformlj' in all parts of the train. 

7th, To prevent retardation from the dragpng of the brake-blocks 
against the wheels when the brakes are not in use, care should be taken 
that the brake-blocks are kept well clear of the wheels (say half an 
inch) when in a state of inaction. 

There are various mechanical questions connected with brakes, such 
as the desirability of automatic action, and other considerations, which 
do not enter into the scope of the present inquiry j the special object 
of which was to ascertain by direct experiment the forces brought into 
action in applying the brake-blocks to the wheels. 

Railway companies, in considering what form of brake is best suited 
for traffic, must, whilst they give fall weight to the mechanical con- 
ditions discussed in this paper, also consider the question of the 
convenience of any particular form of brake, and ascertain its durability 
and fecility of maintenance and repair. It is farther clear from 
the present series of experiments that the universal application of 
continuous brakes will raise many questions as to the strength of the 
rolling stock now in use, much of which waa constructed originally 
to meet other conditions of traffic. 

In concluding this paper, the author would again apologise to the 
Institution for its incomplete character : the fia being that the 
enormous mass of information which has been collected has entailed 
so much detailed study that he has only beer able to bring before the 
meeting on this occasion the present very incomplete sketch. He 
hopes on the next occasion to be able to complete his contribution 
upon this important subject. 

He has to repeat his thanks to Mr. WesUnghouse for the beaadfal 
apparatus contrived by him ; and for die very valuable assistance he 
has rendered in carrying out these experiments. 

He would farther beg to tender his best thanb to the Directors 
of the Brighton Railway Company, and to their able and energetic 
Manager, Mr. Knight, and their able Locomodve Superintendent, 
Mr. Stroudley, for their cooperation and assistance in the enquiry. 
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without which it could neither have been 
commenced nor carried out. 

He has also to thank the Directors of 
the North Eastern Railway Company, and their able Manager, Mr. 
Tennant, for their courteous assistance in elucidating this difficult subject. 



Captain Galton explained at the close of his paper that the results 
of the second day's experiments with the vacuum train, given in Table 
VIII., were practically superseded by those of the third day's eiperi- 
ments, given just after. The distances given in the former case were 
subjeCT to some question, owing to discrepandes which he had found 
in the diagrams ; and therefore the second table of results should stand 
instead of the first. 
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ON THE EFFECT OF BRAKES UPON RAILWAY TRAINS. 

( Third Paper. ) 
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In the previous papers upon this subject which the author brought to 
the notice of the members of the Institution in June and October, 1878, 
it has been explained that it was anticipated, when the experiments 
were begun on the Br^hlon Railway with the van fitted with the self- 
recording apparatus, that the results would enable a rule to be laid 
down determining the amount of brake-block pressure, in proportion to 
the weight of the vehicles, which should be applied to the wheels of 
railway trains. 
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EJici of Skidding. 

It was immediately discovered, however, that the retarding effect of 
a wheel sliding upon a rail was much less than when braked with such 
a force as would just allow it to continue to revolve. 

The above copies of two sets of diagrams. Figs. 31 and 33, taken 
during the experiments, show, more clearly than can be explained, the 
difference in the retarding force, before the wheels begin to slide upon 
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the rails, and after. These two experi- 
ments were made with a ^gle van 
slipped trom the engine, the brakes going 
on automatically at the moment when separation from the engine took 
pUcc. These and all the other diagrams illustrating this paper are simi- 
lar to those given in the second Paper. The line S S shows the speed 
of the braked wheels at each instant, the scale for which is given in 
miles per hour. The Ime P P represents the pressure against four 
blocks acting upon one pair of wheels : the vertical height of P on the 
scale headed "ft)rce," when multiplied by 240, ^ves the total pressure 
in pounds on the four blocks collectively. The line F F shows the re- 
tarding effect of ihe four blocks upon the one pair of wheels before the 
wheels began lo slide upon the rails; and //"shows the effect while the 
wheels were sliding upon the rails. The vertical height of F or/on 
the scale of force, multiplied by 60, gives the total retardation in pounds 
upon that pair of wheels. 

The calculations show that the friction between the wheel and the 
r^, when the wheel is sliding on the rail, is leii than sne-ikird of the 
friction produced between the brake-blocks and the wheel, when the 
brake-blocks are so appUed as to allow the wheel to continge revolving. 

Coefficient of Friction as affected iy Speed. 

The next important discovery was, that the coefficient of friction 
between the brake-blocks and the wheels varied inversely according to 
the speed of the train, a higher proportion of brake-block pressure to 
weight being required at high speeds, and a lower pressure for a lower 
speed. This was illustrated by the diagrams shown in Figs. 16, 17, 
19, to of the second Paper. 

Table I. given in the second Paper for the values of this coeffident 
at different speeds has since then been somewhat altered by obtaining a 
mean from a considerably larger number of experiments. The accom- 
panying Table IX. shows the altered result. 

Coefficient of Friction as affected bj Time. 

If the friction of the brake-blocks were always the same at the same 

speed, some simple rule might still be deduced which would give the 
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pressure required at each speed for obtain- 
ing a certain amount of retardation ; but 
when the speed of the van was kept nearly 
uniform by the effort of the engine, the friction of the blocks decreased ; 
and this occurred notwithstanding a continued mcrease of the brake- 
block pressure : showing that, through some cause not yet fiilly deter- 
mined, the holding power of brake-blocks at all speeds is considerably 
less after some seconds of applicaDon then when first applied. This 
peculiarity is illustrated by Figs. i6, 17, 18 of the second Paper. 
Hence the question of the proper amount of brake force needed at each 
instant, during the time required to stop a train, is still fiirther compli- 
cated by this decrease which occurs in the coefficient of friction after the 
brakes have been applied, and which results from the time during which 
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they are kept applied, iirespecrive of any 
change in speed. This decrease in the 
coefficient of friction was showo in Table 
I. of the second Paper, from which the following figures 

Tabli X. — CoimciiBT o» Fhiction a» Arncnp by 
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^Ten in che ilCend Table IX., beciiue they faulted from the average of Tewcr 
experimenB ; but tht effect of rime in reducing the coefficient of fnctjon tdhj be 
accepted at correct. 

The decrease in the coeffident of friction arising from time some- 
times overcomes the increase in the coefficient of fricuon ariang from a 
decrease in speed, espedally when, either from the stop being on a 
descending gradient or from a small proportion of the train only being 
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WESTINGHOUSE fitted with brake power, the train takes 

TESTS 3 considerable time in coming to rest. 
Therefore a higher brake pressure is re- 
quired in Buch cases than when the stop is made in a short time. 

The accompanying diagram, Rg. 3+, shows a uniform coefficient of 
fiicdon with a practicall)' uniform speed, as obtained by means of an 
increasing brake-block pressure. The line P P shows the pressure, F F 
the friction (the coefficient of which ia given for several ordinates), and 
S S the speed, which latter decreased slightly during the expeiiment, and 
would have caused an increase in the coeffident of friction had It not 
been counteracted by the element of dme. 

Cffejident ef Frictien affected bj Materia! and Weather. 
On experimenting fiirther, it was found that the coefficient of fiicdon 
was also influenced by the kind of metal in the blocks, and by the 
state of the weather. 

Expermenls on a Train cannot be free from Disturbing Elements. 

The experiments were made upon trains travelling under conditions 
which of necessity were continually varying, and therefore presented 
many elements of disturbance beyond the reach of calculation. 

The time during which the pressure was applied has been shown to 
enter largely into the question, and this element of disturbance is in 
operation during the interval of time (however short) which neces- 
sarily occurs between the moment when the block first touches the 
wheel and the moment when the full pressure is obtained. 

Under these circumstances the author has limited himself to stating 
the &cts obtained in the experiments, and has refrained from endeavour- 
ing to lay down the law of decrease in the coefficient of friction 
according to velocity ; as he believes that any law which could be laid 
down would only tend to mislead, ovring to the continually varying 
conditions which occur in practice. 

The Institution of Mechanical Engineers has decided to catty on 
through the medium of their Research Committee turiher experiments 
on this very interesting subject ; and if these new experiments can be 
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arranged so as to be free from the dis- 
turbing elements incidental to those which 
he has had the opportunity of making, 
the author trusts that the question will soon receive tiiller eluddation. 

Adkeshn as affeding the Maximum Retardation. 

Notwithstanding the variations in the coefficient of fiietbn between 
the blocks and wheels, it was found that under similar c 
the adhesion of the wheels to the rails was practically c 
that it varied according to the material — that is, whether the train was 
travelling upon iron or steel rails ; and according to the state of the 
rails, whether dry, wet, or sanded. 

On dry rails it was found that the coefficient of adhesion of the 
wheels was generally over ,20. In some cases it rose to ,15 or even 
higher. On wet or greasy rails, without sand, it fell as low as . 1 5 in 
one experiment, but averaged about . 1 8, With the me of sand on wet 
rails it was above .20 at all limes ; and when the sand was applied at 
the moment of starting, so thai the wind of the rotating wheels did not 
tend to blow it away, it rose up to .35, and even above ,40. 

The retarding force which causes a train to be stopped by the applica- 
tion of brakes is limited to (he adhesion or resistance obtained between 
the wheel and the rail ; therefore the greatest effect in stopping a train 
is produced when the friction between the brake-blocks and the wheel 
amounts to a tjuandty just short of the adhesion ; because as soon as 
the brake-block friction exceeds the adhesion, the wheel becomes fixed 
and be^s to slide. 

If a certwn amount of brake force or brake-block pressure would 
produce an equal amount of friction a( all speeds, then (he greatest 
possible amount of retardation during the time required to make a stop 
could easily be obtained ; but, as has already been proved, the brake 
pressure at high speeds must be much greater than at low speeds, in 
order (o produce the same amount of retardation. 

The friction Increases as the speed decreases, according to some law, 
which b complicated, as shown above, by the time during which the 
brakes have been applied. If therefore the pressure necessary ti 



essary to cause 
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TESTS ,j 3 higt gp„j be continued till the train 
comes to rest, the friction will mcrease 

and gradually overcome the adhesion, and the wheels will become fi;ied. 

This is illustrated by Fig. 1 9, page 5 1 . 

Therefore, in order to secure the beat results in stopping, it is 

obviously necessary that the brake-block pressure should be so regulated 

as to give a friction about equal to the adhesion of the wheels at every 

stage during the process of stopping. 

Regulator far Brake-block Pressure. 

In some of the former experiments on the Brighton Railway a pres- 
sure-reducing valve was introduced by Mr. Westinghouse, with the 
view of reducing the brake-block pressure as the speed was reduced ; 
and excellent results were obtained. And it will be recolleaed (bat 
the author, in hb last paper, pomted out the possibility of devis- 
ing some self-acting apparams whereby the friction between the blocks 
and wheels should actually regulate the pressure put upon the blocks, 
and keep it at the precise amount required. 

Mr. Westinghouse has since devised a new valve, so arranged in 
connection with one of the brake-blocks that the friction between the 
block and wheel regulates the pressure upon the blocks. The author 
had the opportunity of makmg some experiments on the Brighton Rail- 
way on loth January, 1879, for the purpose of testing this new valve. 
These experiments are very interesting, as tendmg to elucidate this part 
of the subject. The valve, as then iwed for the first time, was found 
to regulate the pressure of the brake-blocks against the wheels, and to 
reduce the pressure as required, except at the last moment, when the 
escape port was incapable in some cases of discharging the air feat 
enough to prevent skidding for a very short distance. It was also 
found that there was a needless waste of air from the reservoir. From 
the experience gained, a slight alteration has been made, which obviates 
the above difficulties. 

TTie general arrangement of the regulating valve as applied to 
railway carriages is shown in Fig. 35; Figs. 36 and yj arc 
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enlarged sections of the valve itaelf, the 
first in the normal condition when it is 
closed, and the second when it is opened 
to reduce the pressure. In order to understand the action of the valve, 
suppose that four blocks act against a pair of wheels, the load at A (Hg. 
35) on the two wheels being 10,000 lbs. The lever B is of such a 
proportion that the block C has 3 lbs. pressure upon it for every 2 lbs. on 
the bloct D. If the coefficient of adhesion at A is . zo, the total adhesion 
is equal to 2, 000 lbs. for the two wheels, or 1,000 lbs, for each wheel. 
If the rotatmg momentum of the wheels be taken as equivalent to 
an increase of ^ of the weight at A, then the four brake-blocks will 
have to offer a resistance of z, 200 lbs. to the two wheels, or 1,110 lbs. 
to one wheel, in order to obtain a result equal to .zo of the load at A, 
If the friction of the blocks C and D on one wheel together equals 
1,100 lbs., then, ovring to the proportion of pressure upon them, the 
resistance offered by C will be 660 lbs., and by D +40 lbs. The 
block C is suspended from one end of a lever E, the opposite end of 
which, acting through a link L, tends to move one or other arm of the 
double bell-crank lever F. The form of this lever F provides' for the 
rotation of the wheel in either direction. The lever E has a proportion 
of 6j^ to I, and consequently requires 97.7 lbs. at its long end, to 
equal 660 lbs., the assumed friction of the block C. 

The motion of the lever F, Figs. 36 and 37, is resisted by the bolt 
G and spring H. When, however, the force on the link L is suf- 
ficient to move the bolt G and compress the spring H, a plug valve J 
in a case K is moved by the boll. This valve communicates with the 
triple valve and air-reservoir by the pipe P, and with the brake-cylinder 
by the pipe M j while N N are openings to the external air. When 
the regulating valve J is closed ( Fig.36} these openings are shut, and 
the passage from the reservoir to the brake -cylinder is open ; but when 
the valve J is pushed inwards by the bolt G, it first closes the passage 
of air from the reservoir to the brake -cylinder, and, then, if moved slightly 
fiirther, it opens the passage from the brake -cylinder to the atmosphere, 
thereby reducing the pressure of the air in the brake -cylinder, accord- 
ing to the area of the passage and the time during which it is kept open. 
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The spring H alone offers 7SJ^ lbs. re- 
sistance CO compresMon, which is equiva- 
lent to a coefficient of adhesion of . I ; 
between the wheel and the rail. The regulating valve J has slightly 
over .3 sq. in. area, and if acted upon by an air pressure irom the 
reservoir of 7; lbs. per sq. in. it gives an additional resistance of 221^ 
lbs., making a total resbtance of 98 lbs., equivalent to a coefficient of 
adhesion of ,20, If a pressure of only 37J^ lbs. per sq. in. be admit- 
ted to act upon the valve J, the total resistance against the lever E will 
be only 86.6 lbs., equivalent to a coefficient of adhesion of .175. 
Thus it will be seen that by simply regulating the air pressure in the 
reservoirs under the carriages, a considerable variation in the resistance 
can be made according to the state of the rails. One of these regulat- 
ing valves is put on each carriage, and the spring H and valve J arc 
alike in aU. 

The lever E must be proportioned according to the load at A ; and 
with the arrangement of brake levers and blocks shown in Fig. 35, the 
long end will be to the short end as i J^ to 1 for a load of t ton on 
each pair of wheels, or as 7!;^ to 1 for a load of 5 cons. If the brake 
levers and blocks were not arranged as shown, the proportion of the 
lever would have to be altered, so that the actual amount of resistance 
on the short end should give 98 lbs. pressure on the long end. It is 
essential in the use of this regulating valve, if one valve is to operate for 
the whole carriage, that the brake gear should be so arranged that any 
one block can act as a (lilcrum for all the others. By this arrangement 
it becomes a simple matter so to regulate the brake pressure as to pro- 
duce a definite maximum amount of brake resistance ; the amount thus 
fixed should equal the highest average amount required. 

The regulating valve can thus be arranged so as to prevent the skid- 
ding of the wheels : and by the fact that it closes the passage for the 
air from the reservoir to the brake-cylinder before it allows any escape 
of air from that cylinder to the atmosphere, it possesses the property of 
permitting a high working pressure to be constantly maintained in the 
reservoir, without the danger of ever getting too high a pressure in the 
brake-cylinder. At the same time, if, after the valve has been opened 
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IHction owing to lapse of 

will allow the valve to close the escape oritic 

and reopen the connection to the air reservoir 

cylinder with the origmal high pressure of 

reduced and again restored by the valve, as may be required. 
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to the atmosphere, an increased pressure 
on the brake-blocks is again required in 
order to compensate for the diminution of 
or to other causes, the decreasing friction 
im the brake-cylinder 
will thus replenish the 
which may be again 



Experiments made with the Friction Regulating Valve. 

The preceding Table XI. shows several of the experiments made 

m zoth January, 1879, by slipping the experimental van from the 




by meant of the brake applied t 



engine and brin^g it 
four wheels. 

T^e diagrams, Figs. 38 to 42, which have been selected from the 
experiments shown b Table XI., sufficiendy illustrate the action of the 
regulating valve. These diagrams show also very clearly the variation 
in the coefficient of fricdon according to speed. 

In the experiment, Fig. 38, the van was stopped from a speed of 60 
miles per hour in 1 2 seconds on a rising gradient of .1 in 264. The maxi- 
mum brake-block pressure on all the four wheels was 1 60 per cent, of 
the weight on the wheels at the be^nning, and was reduced to 1 14 
per cent, at the end. The friction increased toward the end of the 
^■>H.gie 
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experimenc so much as lo cause the 
wheels to stid just at the end. The 
adhesion shown was about .21;. In this 
case the pressure was not reduced sufficiently to keep the friction uniform. 

Had this stop been made on a steep descent, or had the brake-blocks 
been acting on only one pair of wheels, the time required to effect the 
stop would have been greater ; and consequently the brake-block pres- 
sure, instead of being reduced, must have been mcreased, so as to 
overcome the decrease in the holding power of the blocks which results 
from the length of time of application irrespective of the speed. 

In the experiment. Fig. 39, the van was stopped from a. speed of 57 
miles an hour on a rising gradient of I m 26+ in 1 5 seconds. In this 




case the brake-block pressure was 1 14 per cent, of weight on wheels at 
the beginning of the experiment, and was reduced to .54 per cent, 
cowards the end. The total friction of the brake-blocks on the four 
wheels may be estimated, from the actual friction obtained for one pair 
of wheels, at 3,244 lbs. at the beginning of the experiment, and 
3,144 lbs. m the middle, thus remaining very nearly constant ; and it 
slightly increased to 3,400 lbs. towards the end. There was no 
skidding ; but the greater length of time occupied in the stop shows 
that the pressure was not sufficiently high at the be^nning. 

Fig. 40 shows a stop from a speed of 5 5 miles an hour in 1 2 
seconds, on a falling gradient of i in 264. The brake-block pressure 
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at the beginnbg of" the experiment was 
143 per cent, of weight on wheels, and 
was reduced to 106 per cent, at the end. 
The resulting friction as estiinated for the brake-blocks on the four 
wheels is 4,473 lbs. at the beginning, and 4,574 lbs, in the middle of 
the experiment, after which, as the pressure was not reduced with 
sufficient rapidity, it rose rapidly, and caused a skid at the end. The 
adhesion shown was about .25, In this case the stop made was much 
better than that shown in Fig, 39, because of the greater initial pressure 
and greater consequent friction. 

Fig, 41 also illustrates this point by showing a stop from a speed of 
55 miles an hour on a level in 18 seconds. The brake-block pressure 
was 87 per cent, of weight on wheels at the beginning, and 40 per 
cent, at the end ; and the consequent estimated frictbn was only 
2,8ij lbs. at the be^ning, and 2,530 lbs, at the end; consequently 
a longer time was required for making the stop. 

Fig. 42 fiinher illustrates 
the necessity of a high 
pressure on the first appli- 
cation of the brakes, if a 
rapid stop is to be effected. 
The heavy lines show the 
speed S, pressure P, and 
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from 60 miles an hour on 
< rising gradient of 1 in 
311. The brake-block 
pressure was 1 62 per 
ir nearly two- thirds. 
more than the weight on 
the wheels at the beginning of the experiment, but it was not reduced 
with sufficient rapidity ; hence one pair of wheels skidded at the end of 
9 seconds, at which time the speed was reduced to about 17 mi!es pet 
hour; and, notwithstanding this skidding, the van came to rest in 167 
yards and in 1 2^ seconds. The light lines give the speed s, pressure 

^■>H.glt 
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p, and fiiciion/of the stop shown in Fig. WESTINGHOUSE 
41 ; and U will be seen that from an initial TESTS 

velocity of 55 tniles an hour, and with 

a maximum brake-block pressure of about 87 per cent, of weight on 
wheels, the speed at the end of nine seconds had only been reduced 
to about fj miles per hour, and that the van came to rest in 227 yarda 
and in 1 8 seconds. 

The object of the regulating valve was to obtain a unifiwm brake- 
bloct fiicdon during the whole progress of the stop, and to give to this 
IHcdon the highest admissible value, /. e., a value as nearly as possible 
equal to the adhesion of the wheels upon the rails, and therefore just 
short of that which could cause the wheels to skid. It will be seen 
from the diagrams that the rapidity of the stop varied according to the 
greater or less approach made towards the attainment of this objea, the 
resbcBnce of the valve itself being purposely altered during the pr<^ress 
of the experiments. 

The conditions for these stops were very favorable, and indicate an 
adhesion of the wheels upon the rails in excess of the average obtain- 
able! which average, throughout 300 experiments, slightly exceeded 
.18 of the weight on the wheels. 

These experiments were made with the one van alone, without any 
carriages attached to it. Since making them the author has had the 
opportunity of making slip experiments on the Paris, Lyons fc Medi- 
terranean Railway with twelve carriages attached to the van ( see 
page mi). The average of seven stops reduced to 50 miles an hour 
was 203 yards, with only 63 per cent, of the weight of the train 
braked. If brakes had been applied to all the wheels of the train, as 
was the case in the experiments with the single van, the result would 
have been 128 yards from 50 miles an hour, or a very close approach 
to the best results obtained with a single vehicle. The author has not 
had time to analyse these latter experiments fiilly ; but he is able to 
state that they demonstrate that the stops which have been obtained 
with a wngle vehicle may also be obtained with a train of several 
vehicles. 

^■>H.glt 
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ReguUtkn of Preisurt neceiiary for a 
perfed Brake. 
The regulating valve here described is 
of the former experiments on this sul^eei ; and is proposed 
for the purpose of preventing the sliding of the vvheels on the rails. 
Some such device is a necessary adjunct to a perfect brake, because 
it b only by the prevention of skidding that the maximum of efficiency 
can be obtained ; whilst, in addition, skidding damages both wheels and 
rails, and increases the risk of accident. But the previous illustrations 
show that, however perfect any apparatus of this description may be, 
and however certainly it may act to prevent skidding, yet, owing to 
the very numerous conditions which affect the application of brakes, 
it is necessary, if at the same time the maximum allowable friction is 
always to be exerted on the wheels so as to insure the best result in 
stopping, that the action of the apparatus should be capable of being 
regulated from time to time, so as to meet the varying conditions as to 
adhesion, etc., of the line on which it is travelling ; unless indeed some 
arrangement could be made by which the actual adhesion at the moment 
could be brought into play to regulate the pressure. 

Momentum of Wheeb due to Rotation. 

In dealing with ihis subject the author has not hitherto directed 
attention to the question of the influence of the rotating momentum of 
the wheels, but he now vrishes to state what he has observed on thb 
point. Usually there are in a train a certain number of vehicles braked 
and a certain number unbraked. When the brakes act on all the wheels, 
then the rotating momentum of the wheels does not add to the distance 
in stopping the train, because that momentum can be acted upon by the 
brakes directly, vrithout in any way making use of the adhesion of the 
wheels upon the rails. It simply requires, therefore, an additional 
amount of brake-block pressure, and if a regulating valve be used, an 
increase in the resistance of the regulating valve to compensate for this 
rotating momentum. 

With the unbraked portion of a trun, the rotating momentum of the 
wheels is an addition to the momentum due to the weight of the train 

^■"»aii-- 
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(including therein the actual weight of 
the wheels), which addidon cannot be 
utilized for retardation ; and it therefore 
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e important that there should be brakes on every wheel 



Relation between the Retardation applied and the Weight of Train. 
The following Table XII, shows the dbtances run in stopping a train 
, on a level fixim a speed of 50 miles per hour, with a retarding force 
varying from 5 to 30 per cent, of the total weight of the train : 

TA»tI XII.— RlTAIlDlNC FoiCtS *NO STOPS. 
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If the brakes act upon every wheel, then a retardation of i ■ 
of the load carried by each wheel — counting the rotating n 
aa part of the weight — will stop a train in 2J7fi yards. If the brakes 
act upon only half the weight of a train, a retardation of 20 per cent-, 
would have to be exerted upon the braked half to produce the same 
result. As already pointed out, zo per cent, adhesion is rather above 
the average obtainable, while 24}^ per cent, is the highest result ob- 
tained under the most favorable circumstances at any considerable 
speed, or except when sand was applied to wheels moving slowly. 

The above Table XII. should be carefully noted, for it will be seen 
that, even when brakes act upon all the wheels, 24^^ per cent, re- 
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tardadon will only give 26 yards better 
result than 20 per cent., or ja yards if 
only half the train be braked. If com- 
pared with 18 percent., the average adhesion obtainable, the advan- 
tage will be only 41 yards for the train braked throughout, and 82 
yards tor the train having brakes acting upon half of the weight, 

A consideration of this feature of the brake problem points out — ist, 
chat the advantage to be gained by trying to obtain above 20 per cent, re- 
tardation on each wheel is greatly overbalanced by the risk of skidding ; 
and id, chat ii is far easier and safer to mate a stop in 2 Jo yards from 50 
„„„ miles per hour with the whole 

train braked than with brakes 
upon only half of the train. 
All of this points to the &ct 
that in arranging valves for 
regulating the brake- block 
friction care should be taken 
not to exceed a sate limit of 
adhesion ; for in the effort to 
get more work, less may be 
the result. 
Too much stress cannot be laid upon the importance of immediately 
applying the fiill pressure of the brake-blocks against the wheels, and of 
making the application simultaneous against all the wheels of the train ; 
for any loss of time seriously impairs the efficiency of the brakes in sev- 
eral ways, as has been already explained, independently of the actual 
increase of distance run In the stop. 

In illustration of this point, the diagrams shown in Figs. 43 and 44 
are added. Fig. 43 shows the result of an experiment made on zjd 
August, 187S, in which the application of the pressure was gradual, so 
as to represent the eSi;ct of a slowly-aaing brake ; it furnished 1 
diagram of a stop nearly identical with one of the best stops made by 
the Vacuum experimental train on the North Eastern Railway in 
October last. The curved lines S and F represent the speed and 
retardaibi) obtained in the experiment ; and the straight lines S'^ and 




GALTON- 

WESTINGHOUSE 

TESTS 



^^'gJ Air Brake Tests 

F' the comparative results which would 
have been obtained if the full pressure-had 
been applied at once, and if the conse- 
quent friction had been generated at once between the brake-blocks 
and wheels, and if this friction had been maintained at a uniform 
amount. In the latter case the stop would have been made in 115 
yards, instead of 187 yards, the actual distance. The straight line S^ 
shows a stop which might have been made in the same distance of 287 
yards, if the very moderate retardation indicated by the dotted line F* 
had been applied at once. It will be noticed diat this stop is much 
better than the actual stop, though no shorter in distance, because at 
any intermediate point the speed is much lovj-er; hence at 100 yards, 
re, the energy left in the train, as shown by the straight line 
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S*, b only three-fifths of that shown by the curved line S representing 
the actual stop. 

Fig. 44 illustrates the advantage of applying the brakes to every 
wheel of a train. 

The diagonal line A B indicates the stop which a train could make 
from JO miles an hour with the retardation of .20, shown by the hori- 
zontal line C D, if applied to every wheel in the train. The shaded 
area below C D shows the extra retardation consumed in overcombg 
the momentum of the braked wheels. 

The diagonal line A E shows the stop which a train could make from 
the same speed with the same retardation of .20 applied to only half 
the wheels and half the weight of the train, as indicated by the hori- 
zontal line F G, The shaded area below F G shows the extra retard- 

^■>H.glt 
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acion consumed in overcoming the momen- 
tum of the braked wheels ; and the shaded 
area below A E shows the extra distance 
run by the train in consequence of the momentum of the unbraked 

The diagonal Jme A H shows the stop which a train could make 
from the same speed with the same retardation of .10 applied to only 
one-fourth of the wheels and one-fourth of the weight of the train, as 
indicated by the horizontal line J K. The thickness of the line J K and 
the diagonal shaded area below A H show respectively the extra retard- 
ation consumed in overcoming the momentum of the braked wheels, 
and the extra distance run by the train in consequence of the momen- 
tum of the unbraked wheels. 

Requirementi of a perfect Brake. 

Having thus summed up the facta obtained fkim the experiments 
which he has made, the audior will now add a few observations as to 
what appears to him still to be necessary in order to complete the 
investigation in a practical manner for the benefit of the railway com- 
panies and the public. 

The final solution of the vexed question of continuous brakes can 
only be brought about by a consideration of the subject in the light of a 
scientific and practical comparison between the various systems that 
have been brought into use. But before comparing these various 
brakes, it is necessary to con^der what a perfect brake should accom- 

A train, through the effort of the locomotive, slowly accumulates 
energy ; and for each ton of weight in the train the accumulated energy 
is equal to 1 20 foot-tons at 60 miles per hour, 53 foot-tons at 40 miles 
per hour, and 1 3 foot-tons at 20 miles per hour. Thus for a train of 
fifteen vehicles, weighing 200 tons, the energy at 60 miles per hour is 
equal to 24,000 tons falling a distance of one foot ; or approximately to 
the energy of a shot Irom the 80-ton gun. 

After a train has attained the desired speed, the reasons for stopping 
it may be of two kinds : ist, at prearranged places for convenience ; 

^■"»git 
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and 2nd, for the prevencion of accidents, 
or for mitigating the consequences if acci- 
dents are unavoidable. 

To stop a train for the first reason require* but a limited amount of 
force, which may be applied in any crude manner. 

For the prevention of accidents, however, there is required :— 
(d) The instantaneous application of the greatest possible amount of 
retarding force. 

(i) The continuous action of this force until the energy of the 
train is destroyed. 

The retarding force now used in practice is that due to the fiiction 
resulting from the fordble application of metal or wood brake-blocks to 
the tires of the wheels ; this friction impedes the rotation of the wheels, 
and tends, through the adhesion of the wheels upon the rails, to destroy 
the energy stored in the train. The retarding force is therefore limited 
to the adhesion available between the wheels and rails. The greatest 
possible amount of retarding force can thus be obtained only by apply- 
ing brake-blocks to every wheel in the train, each block being pressed 
with sufficient force to produce a resistance to the rotation of the wheel 
just equal to the greatest possible friction between the wheel and the 
rail. This greatest possible friction occurs when the adhesion of the 
wheel to the rail is just about to be overcome by the superior effort of 
the brake-blocks, which effort, if further increased, immediately begins 
to stop the rotating movement of the wheel, and thus causes it to slide 
upon the rail. When a wheel slides upon the rail, its retarding effect 
is most materially lessened, as has been folly demonstrated above. 

The necessity for the instantaneous application of the maximum 
brake-block pressure throughout the train is so evident, that it is only 
necessary to call to mind that, at a speed which is frequently attained, 
namely 60 miles per hour, a train passes over 88 feet in each second. 

From the foregoing it will be seen that, in order to stop a train in 
the shortest possible distance, it is necessary : 

1st. That the brake-blocks should act upon every wheel in the train. 
2nd. That they should be applied with their foil force in the least 
possible time. 

^■"»gie 
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3rd, That the pressure upon them 
should be regulated according to speed 
and other circumstances, so that the fric- 
tion shall nearly equal, but never exceed, the adhewon of the wheels 
upon the rails. 

As ii is solely for the object of preventing accidents, or of mitigating 
the consequences If accidents cinnot be avoided, that the use of 
powerfid brakes is urgently required, it becomes necessary to consider 
next the arrangements which this object necessitates. 

In the greater number of accidents the driver is the first to perceive 
danger, and he should therefore have the power of applying the brakes. 

The guards, however, who may be the first to discover the neceswiy 
for stopping, either when the driver fiiils to notice a signal at danger, 
or from other sufficient cause, should also have power to stop the train, 
even against the efforts of the driver. 

Should a train separate into two or more portions, the brakes should 
instantly act without the intervention of anyone, and should bring 
every portion of the train to a stand. 

If a carriage or even one pair of wheels should leave the rails, then 
also should the brakes be applied by the very act of the wheels leaving 
the rails. 

Should the brake apparatus of one or more carriages be destroyed 
after the commencement of the accident, while the speed yet remains 
considerable, the brakes upon the other carriages should not be 
rendered inefficient. 

It has been found that, although brakes are mostly intended for the 
prevention of accidents, they are also usefiil for ordinary stoppages, 
and effect a considerable saving of time. The use of continuous 
brakes moreover enables the number of guards and brakesmen in a 
train to be reduced. This use, however, becomes a source of danger, 
if from any cause the brakes fail to act when wanted ; hence the 
necessity for so constructing the brake apparatus that a failure of any 
essential part shall lead to the instant application of the brakes without 
the intervention of anyone : a principle which has been proved to be 
absolutely necessary m the working of the block system. 
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As any one vehicle may become sepa- 
rated from the odiers, it follows that if 
the brate-blocks are to be applied by the 
separation of a train, each vehicle must have not only its own brake 
blocks, but also its ovfn store of power to bring them into operation. 

As the speed of 60 miles per hour may be, and ofren is, attained 
by fast trains, the maximum force with which the brake-blocks can be 
pressed against the wheels of each vehicle in such trains should be at 
least onc-and- three-quarter times the weight of the vehicle on those 
wheels j and even for slower trains the effect of steep declivides must 
be considered, which is to add to the weight and momentum of the 
train to be retarded by the brakes, whilst it does not add to the 
adhesion of the wheels. 

The instantaneous and simultaneous application of the brakes to 
every wheel of a train would seem, to far as the author's experiments 
show, to be at present impossible ; but on a train of Jifreen carriages 
the brakes can be frilly applied with an average delay of less than two 
seconds, and therefore the average dme for the fiill application of the 
brakes may be fixed at two seconds. 

Accepting the foregoing propositions as Indisputable, a perfect 
continuous brake should comply with the following conditions for the 
prevention of accidents ; — 

1st. It should be fitted to act upon each wheel of the engine, 
tender, and every other vehicle in a train of any length. 

2nd. However brought into action, it should be capable of exerting 
upon the blocks of each pair of wheels, within two seconds, a force 
of twice, or at the very least one-and-three-quarter times, the load on 
those wheels. 

3rd. The brake-block pressure acting on each wheel should be so 
regulated that the friction between the brake-blocks and the wheel may 
always be limited so as not to exceed the adhesion between the wheel 
and the rail ; by which means it will produce the maximum effect at 
each moment of its application, 

4th, The brake-block pressure should be capable of being applied 
by cn^e-driver or by guards. 

^■>H.glt 
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Jth. The en^e, tender, and vehicles 
should each cany their own store of brake 
power, which should be independent of 
the brake power on any other vehicle. 

6th. The brake-block pressure should be auiomaticallj' applied to 
every vehicle by the separation of the train into two or more parts ; and 
it should also be applied by a pair of wheels or a carriage leaving the rails. 

7th. The brake-block pressure should be automadeally applied by 
such failure of the connections or appliances as would render it after- 
wards incapable of apphcation until the failure had been remedied. 

8th, The brake-block pressure should be capable of application 
with any degree of force up to the maximum ; and it .should be 
capable of continued action on inclines, or of repeated applications at 
shon intervals at junctions and stations. 

In addition to these requirements, the questions of cost, durability, 
convenience in operation, and other essential points, will, of course, 
come under conaideration. 

In preparing the way for a comparison of the various brakes now in 
use, one important point requires to be determined : — viz., how much 
brake force ia actually required for each vehicle? For convenience let 
us suppose, as is nearly the case, that each carriage weighs 9 tons or 
zo.OOO lbs. Then, according lo requirement No. 2, a total brake- 
block pressure of at least 35,000 lbs. will be required ; and ii would 
be preferable to have a still higher pressure. In practice the brake- 
blocka when out of acuon must be kept a certain distance away from 
the wheels, in order to prevent any liability to drag against them ; and 
thb distance, after being once adjusted, gradually mcreases by the wear 
of the blocks, and often exceeds three-quarters of an inch ; while the 
springing of the brake gear under great strain also adds to the extent 
of movement required in the brake force before the blocks are fully 
apphed. Thus it may be safely assumed that it requires not less than 
■ pressure of 35,000 lbs. and a travel of one inch to apply the 
brakes upon each nine-ton vehicle ; or if the pressure were 3,500 lbs., 
acting at a leverage of 10 to 1, there must be a travel of ten inches in 
order to produce the same result. 

^■>H.glt 
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Now, if this work has to be done 
with a piston working in a cylinder, 
or its equivalent, the cylinder must be of 
such a Mze that the area of the piston in square inches, multiplied by 
the stroke of the piston and by the pressure in lbs. per square inch, 
shall exceed 35,000. Thus in the above case, supposing the pressure 
to be 100 lbs. per sq. uich., a piston of 10 in. stroke, and of 35 sq. 
in. area, is the smallest chat would be allowable. Any brake-cylbder 
having a less capacity than this will make it necessary that the blocks be 
kept closer lo the wheels, or else that the brake-block pressure be reduced. 

It is obvious that each system of brakes could be made to operate 
upon the same kind of brake levers and blocks ; and therefore, in 
comparing the various systems of brakes, they ought to be applied to 
like vehicles, and to be made of such dimensions as to give the same 
total brake power. 

The author had originally intended to continue these experiments 
on brakes, so as to ascertain the retarding power of the different kinds 
of continuous brakes now m use, on trains under sunilar conditions, of 
equal weight, and running at the same speed. He had the oppor- 
tunity, through the courtesy of the North Eastern Railway Company, 
of making a few comparative experiments upon the Westinghouse 
Automatic Air Brake, and the Vacuum Brake. These experiments, 
although highly interesting as far as they went, left many points 
unsolved. But they went sufficiently far to show that, m the present 
stage of the brake question, a series of experiments which touch upon 
the interests of rival inventors, who have invested large sums of money 
in their respective enterprises, cannot be effectually carried on by a 
private individual. It does not seem probable that the different 
railway companies will arrive at an understanding to initiate and cany 
on joint experiments for ascertaining the performances of the various 
kinds of continuous brakes. The only way, therefore, by which an 
independent enquiry could be made would be by a Government 
Commission, appointed on the principle of the Commission which 
enquired into the application of iron to railway structures in 1849, 
viz., to state facts and lay down prindptes. 



THE PARIS AND LYONS RAILWAY TESTS. 
The following paper was read befiire the Insdtution of Mechanical 
Engineers al same meeting when Capt. Galton read his third paper on 
the effect of brakes upon railway trains (April 14, 1879), and 
relates to some teats made by ihe Paris & Lyons Railway in April, 
1879, and reported by the chief engineer of that road, M. Marie. 

ON RECENT BRAKE EXPERIMENTS UPON THE 
LYONS RAILWAY. 

Br M. GEORGE MARl£, or Pjitu. 

I, pARTicuunts OF Apparatus. 

The Paris and Lyons Railway has lately experimented on two 

trains, one fitted with the Westinghouse brake, and one with the 

Smith Vacuum brake. Both trains were alike, and were composed as 

follows : — 
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The en^e is not fitted with any brake, e^tcepc the " Le Chatelier " 
counterpressure apparatus. This apparatus,* as improved by the chief 
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, M. Marie, has worked excel- 
lently for fifteen years, m dally use, bodi 
in all slops at stations, and also on long 
inclines. Some remarks will be made hereafter on the power of the 
counterpressure apparatus compared with a brake on the driving wheels. 
Each carriage had only two axles fitted with brakes, the middle axte 
being left free ; ihe fear of the complicadon arising from a six-wheel 
brake was the reason of this ; but, in order lo have power enough, a 
great brake-block pressure was provided. The following table shows 
the brake-block preisure on every axle of the train. The pressure in 
the brake cylinder is here supposed to be 37 lbs. per square inch ; and 
the vacuum in the "Hardy" sack to be 16 inches of mercury. 
These pressures must be considered as an average of the ordinary 
pressures in practice. 
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The pressures were not large enough to skid the wheels at high 
speeds, but at low speeds the wheels were skidded, espedally with 
empty carriages. This latter is no real disadvantage, because in ordi- 
nary stops the driver can moderate the brake power, Mr, Wearing- 
house, however, in order to avoid skidding under any circumstances, 
fitted, as a trial, twelve carriages with reducing valves, operated by the 
friction of the brake-blocka. The arrangement of these was the same 
as is given in Captain Galton's paper (Figs, 35 to 37, pages 83 
and S5). 

ll will be seen that, in the case of the Westinghouse brake, the pressure 
on the out^de blocks (or those fiirchest from the centre of the velucle) 
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is less than on the inside blocks, which ar- 
rangement has the disadvantage of creat- 
ing a strain on the hom plates equal to 
the difference of these two pressures ; but has, on the other hand, the 
following advantage. When the brake is applied to the whole train, each 
carriage is subject to a strain, created by inertia, equal to the mass of 
the carriage, muldplied by the rate of retardation of the train. This 
strain equals, on an average, about ^ of the weight of the carriage ; it 
acts as a forward push applied to the centre of gravity of the carriage, 
and changes the distribution of the weight on the axles, the Iront axle 
becoming more loaded than usual, and the rear axle less. This is an 
important matter, because the springs of the carriages are sometimes 
damaged by the action of this extra load on the front axle. Mr. 
Westbghouse has therefore arranged his brake gear in such a way as to 
create a vertical force, counteracting partially this extra load, by giving 
more pressure on the inside blocks than on the outside ones. These 
pressures being different, the fricuonal resistances are different also, and 
the difference forms a vertical force acting upwards on the springs of 
the front axle, thereby balancmg so far the action of inertia. 

In the case of the Vacuum brake gear the pressure on the outwde 
blocts is greater than on the inside ones, which causes a reverse action, so 
aa lo add to the extra load created by inertia upon the front axle. From 
this it follows that the compression of the front springs is somewhat 
greater in the case of the Vacuum than of the Westinghouse brake. In 
the Westinghouse brake gear this difference of pressures is equal to 
6303 — 4191 "2112 lbs. for each axle ; and the difference of fric- 

rional resistances is equal to ^ 421 lbs, (with a coefficient of 

friction of .10). In the Vacuum brake gear the difference of pres- 
sures is equal to 834s — 5045 -= 3^97 lbs.; the difference of resist- 
ances is therefore equal to '-" e_ 61;^ lbs. Thus with the Westing- 
house brake there is a counteracting force, as described, of 420 lbs,; 
whilst with the Vacuum brake there is an augmenting force of 660 lbs. 
From this cause the front springs are more loaded with the Vacuum brake 
than with the Westinghouse ; afid this strain is still greater towards the 
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end of the slop, because the IHciion in- 
creases con^derably at that moment, as 
may be seen in ihe friction diagrams of the 
BHgliton experiments. The practical result of this during the tiiaU 
was that in the Westinghouse train only one ftoni spring was flattened 
down, while in the Vacuum train all were. The author does not 
understand the object of the latter type of brake gear, which is gener- 
ally applied with the Smith brake, and is also eiCensively used by the 
Great Northern Railway in England. 

It b impossible to avoid entirely the above-mendoned strain on the 
horn plates ; and in addition, the horizontal force retarding the train 
must produce another strain on the horn plates,- which is equal to 
— ^iill^ 2,099 "'*■ P*"" "'* ^'"' "^^ Westinghouse brake. ' Thus with 
this brake the horn plates of the front axle have to support two strains 
in oppo^ie directions, one equal to the difference of the brake-block 
pressures, or 2,112 lbs., and one equal to the retarding force, or 2,099 
lbs.; the resultant strain is theretbre only z,i 12 — 2,099—13 lbs. 
But on the horn plates of the rear axle the forces act in the same 
direction, and therefore the total strain is equal to 2, 1 1 2 + 2,0991— 
4,2 1 1 lbs. From this point of view it would l>e better to have the 
same brake-block pressures on both sides of the wheel, so that the 
strain on the horn plates should be only 2,099 '^'' ** ^^^^ ^^^ °^ A' 
carriage ; the advantage of unequal pressures, as above described, would 
then be lost, but still the author would prefer this arrangement. 

The stroke of the piston, both in the air cylinders and in the Hardy 
sacks, was calculated so as to have a theoretical clearance of ^ inch 
between the blocks and the wheels, when the brakes were off". In 
the trials, the distance between each block and its wheel was ^ inch 
when the brakes were off; the difference, yi mch, was allowed for 
the bending and sprin^g of the brake gear. 

II. Practical Working of the two Brakes. 

Trains fitted with a Westinghouse and with a Vacuum l^-ake have 
been running for two months from Paris to Montereau (49 miles) and 
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back, and from Paris toCorbei] (lo miles) 
and back. The Westinghouse brake has 
worked very well when there has been no 
leakage in the pipes, but it is necessary to watch all the apparatus with 
the greatest attention ; sometimes one or two of the triple valves get 
out of order, and diaturb the action of the brake, causing very severe 
shocks to the couplings, especially with trains of twenty-four carriages. 
The Vacuum train has also gjven good results, but the couplings are 
often damaged ; the operation of putting the couplings t<^ether is 
much more- difficult than with the Westinghouse brake. With both 
brakes the passengers generally feel no shock, provided the driver 
releases the brake a few yards before the end of the stop. The 
practical trial of both these triuns has as yet been too short &r giving 
any definite conclusion. 

III. Experiments of the 1st and znd April. 
The London, Brighton and South Coast R^way, as represented 
by their general manager, Mr. Knight, and locomotive superintendent, 
Mr. Stroudley, sent over to the Lyons Railway the experimental van 
already used during Captain Douglas Galton's experiments at Brighton 
and York. The author takes this opportunity of thanking those 
gentlemen, and also Captain Gallon, Mr. Westinghouse, and Mr. 
Kapteyn, of Paris, for thdr assistance in these experiments. A 
description of the apparatus has already been given in Captain Gallon's 
papers on the subject. In the present experiments two diagrams only 
were taken for each stop % first, the diagram from the speed indicator, 
giving the square of the speed of the train at each point of the 
distance run ; second, the diagram pving the brake-block pressiwe on 
the front axle of the van. Thb axle had been fitted with a Westing- 
house brate and with a Vacuum brake, which could be used independ- 
ently. In Captain Galton's experiments die abscisss were made 
proportional to the time, the recording cylinders being connected with 
a water clock, and so turned round with a uniform speed. In the 
Lyons experiments, the abscissK were made proportional to the 
distance run by the train ; for this purpose the recording cylinders were 
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connected with the rear axle of the van ; 
[hat axle had no brake, and therefore gave 
a distance exactly proportional to the dis- 
tance run by the train. When the train was run without brakes being 
applied, this connectian between the recording cylinders and the rear axle 
was broken ; when the driver applied the brake, the connection was 
immediately and automatically established by means of tHcdon gearing, 
actuated by electricity. The brake-block pressure is exactly propor- 
tional to the air pressure in the brake cylinder, or to the vacuum in the 
Hardy sack. On the diagram. Fig. 45, are two scales, adapted for 
measuring the air pressure and the vacuum from the diagram of the 
brake-block pressures. The lines marked W denote the Westinghouse 
brake, and the lines marked V the Vacuum. The fiill lines show 
the speeds, and the dotted lines give the air pressure in the brake 
cylinder in lbs. per square inch, or the vacuum in the Hardy sack in 
inches of mercury. It will be seen that in Captain Galton's diagrams 
the lines of speed are convex towards the base line, while in these 
they are concave ; the reason of this is the difference already explained 
between the absdssx used in each case. 

On ist April experiments were made with the Vacuum brake. „ 
From Paris to Montargis (73 miles) the train was composed of I 
engine, tender, ordinary van, experimental van, twenty-two car- | f 
riages. From Montargis to Paris the train was much shorter, com- | | 
prising engine, tender, ordinary van, experimental van, six carriages, 
On 2nd April the same 

made with the West- 
inghouse brake, and 
with the same num- 
ber of vehicles, A 
great majiy diagrams 
were taken, from 
which five arc chosen, 
representing the average of all the cases. By the aid of those live 
diagrams. Figs. 45 to 49, the results may now be described. 




Air Brake Tests '""" 

Fig. 45 represents two stop> with 
twenty-four csniages (including the two 
vans), one atop with the Wesdnghouse, 

the other with the Vacuum brake. The weights of the trains were 

M follows : — 
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Lbfc 


Eiuri 


.7,640 
J47,o6» 
10,000 






S0.714 
334,696 
10,400 


Ouriaga .nd van, empty .... 


Tot»l 


173,917 


39S,8,= 



.fltlglf-*" 
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lbs. 



Total weight of the train, 669,737 
proportion on braked wheeta, 59 
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per cent. 

In order to be exact there ought to be added Co the total weight of 
the train the weight of aU the imbraked wheels, because the brake is 
obliged to destroy the rotating momentum of those wheels. But, as 
this error is very small, and the same for both brakes, it has hot been 
taken into condderation in the calculations. The results of Fig. 4; are 
therefore as follows : — 



Bnkc. 


Speed Df 


L.iipl.of 
Si.p. 


0fSt.[.. 


.^ 


....,„. 




37 
35 


»8o 




Lnel 


R.tbtr W«. 



The diagram shows the variation of the air pressure m the brake 
cylinder, and of the vacuum in the Hardy sack. The full pressure 
was almost instantaneously applied with the Westinghouse brake j its 
variation shows the action of the regulating valve in the van. The 
vacuum increases slowly, and reaches 13^ inches at the end of the stop ; 
in the rear of the train the vacuum was no doubt created more slowly 
still, but no experiments with recording apparatus were made to ascer- 
tain this point. 

This trial was the most unfavorable for the Vacuum brake, the 
number of carnages being large and the speed small. 

Rgs. 46 and 47 show a few stops with the return train of eight car- 
riages (including the two vans). 

The wrights of the train were as follows : 





W<l|bl<.n V>ibnk«l 
Whed.. 


Wdfkt «B Bnktd 
Liu. 




99,»*S 

17,640 
44.758 
1 0,00a 






So,7"4 
ioi,g64 

10,400 


Seven cjrriiigel, empty 

Eipcrimentil no, loaded .... 


Tool 


171,613 


161,978 
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Total wright of the train, 334,601 
lbs. ; proportion on braked wheels, 49 
per cent. 
The particuIiTS of the stops were as follows : 



.„... 


Speed. 
M]]«ptr 


'S.°' 


SS, 


c™,..,. 


»..„..u 


Wotiagbouie, Fig. 46 . 
Vacuum, Fig. 46 - ■ 


60 Ji 


55° 

S7» 


3» 
3' 


do. 


D,. 


W«ringhou«, Rg. 47 . 
Vacuum, Fig. 47 . . 


37 
17 


ao3 
113 




do. 





;. 47 shows a stop made with 



The two first stops ( Fig, 46 ) were made with the ad of the 
counterpressure of the engine ; the two last (Fig. 47) were made with- 
out counterpressure. The line C of F 
counterpressure alone. 

As may be seen, the results are not very different, the train: 
very few carriages. 

via. 4S 'i«- " 

WeilliighQme Brake 8"p Biop, WpMipgbooBe "^J.'E 




from the rear van of the 
Speed, 40 miles per hour. 
Length of stop, 248 yards 
Time, not observed. 
Gradient, level. 
Rail, dry. 



The following are the particulars : 
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. The train had exacdy the same com- 
position as that in the experiments with 
eight vehicles ; the regulator of the engine 
was kept fiill open until the train hatl come to n 
Fig. 49 shows a slip experiment witl 
brake. The part of the train which was 
posed of the experimental van and six carriages, 
as follows : 
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the Wesdnghouse 
slipped was com- 
The weights were 





Wtighl M Vnbnked 

whccit. 

Lb*. 


WrijlH on Bnked 
Lb.. 


Sii cairaga, empty 


3«!364 


s?;!^ 


Total 


48.364 


97,7'» 



146,076 lbs.; proportion on braked 






Total weight of the 
wheels, 67 per cent. 

The following are the particulars of the stop, which 

Speed, 41 miles per hour. 

Length of stop, 150 yards. 

Duration of stop, iz^ seconds. 

Gradient, level. 

Rail, dry. 

In this stop, as in the last, the recording instruments wet 
the air pressure in the brake cylinder of the van, instead of being started 
by electricity as before. There was in consequence a slight 
time, especially in the stop from the rear van. Fig. 48. 



by 



of 



IV. Comparison of the Retarding Forces in Different Stops. 

It is easy to compare stops with each other, although the speed, the 
gradient, and the proportion of weight on braked wheels be different in 
each, Thb can be done by ealculaiii^ the retarding forces of the 
brake for each slop. 

If we called S the speed in miies per hour, /the length of the stop 
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in yards, and W the weight of the 
train, then the retarding force F is 
given by the formula : 



The diagrams give with precision the values of S and / in each stop; 
hence it is easy to calculate the retarding force in each case. On the 
diagrams, the ordinates are proportional to the square of the speed, and 
the abscissae proportional to the length of stop ; thus, the average 
retarding force is proportional to the inclination of the straight line 
drawn between the estrcmides of the speed curve, while the esact 
retarding force at each point of the diagram is given by the inclination 
of the tangent to the curve at that point. We can now compare stops 
made at different speeds. 

To compare stops made on different gradients, we must add the 
gradient to — , with the sign + if it is falling, and with the sign — 
if it is rising. We will call -- this corrected retarding force. 

To compare stops in which the percentage of weight on braked wheels 
is different, let A be that percentage. If we multiply ^, by -t-j we 
have a number — , which would be the retarding force for a train 
stopped on a level line with the whole weight of the train braked. 

If we calculate the values of — for all the stops, the numbers 
obtained compare exactly the powers of the brakes, whatever may be 



'* Let I be the ipced of the train in yards per Becond, I the number of •econdi o{ ihe 
»)p, and / ibe length of the tiop in yirdt. Then, if we luppoee the retardation it to be 

onstani during the «op, I = */. Also/=— ilij h«ice/=— i-^= — ;thu8,if 

't take the value of k from thii tbrmuLa, we have k ^— --■ 

Now let J be the acceleration of gravity in yardi per Mcond ; let F be the retudinf 
jrce of the bralte in the whole train, and let W be the total weight of the (rain. 
rhen, because forcea are proportioail to their iccelentioni, we haie : 

-L-i__fL_o „„ s-iL 
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the circumatanees of the stop. The 
following Table gives this comparison 
for the present diagrams : — 
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0.080 
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0.081 


49 


0.160 


















carriage.. Fig. J . . 


35 


583 


0.014 


Level. 


0.014 


iG 


0.1 so 



The stops in Fig. 46 have not been worked out because they were 
made with the brake and the counterpressure together. 

The retarding force — ought to be diminished by the ordinary 
resistances of the train, that is to say, by 0.003 ^° 0.008. This makes 
but a small difference when the proportion of braked wnght is large ; 
but in the last stop, with counterpressure alone, this correction gives to 
-fP a value o. i z ; instead of o. 1 jo. 

V. General Conclusions. 

We have seen chat the value of — is the best comparison for the 
power of the brakes in all cases. Now with the Westinghouse brake 
^ is generally between o. izo and o.zoo, while with the Vacuum 
brake — is generally between o. 100 and 0.160. This shows a slight 
advantage for the Weatinghoufie brake, but it must be remarked that the 
rail was better dining the trial of the Westinghouse than of the Vacuum 
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brake. We have also seen [hat the value 
of for the eounterpressure is 0.125, 
while the average of the Westinghouse 
tiiali g^ves o. 1 60, with a brake-block pressure of about 1 40 per cent, of 
the weight on the braked wheels. Thus the counterpressure on the driv- 
ing wheeU is as powerfijl as a Westinghouse brake which has a pressure 
of 1 40 X i|^ = 1 09 per cent, of the weight on chose wheels. It may 
be suggested that in a quick stop the time occupied in reversing the 
steam on the engine must practically cUminish the power of the counter- 
pressure ; this is true, but on the other hand the brake-block pressure 
on the driving wheels with the Westinghouse brake is generally less 
than 109 per cent., and often less than 80 per cent. Thus the counter- 
pressure is as powerfiil as the Westinghouse brakes generally in use on 
the driving wheels. On the Lyons Railway the drivers have been 
accustomed to the counterpressure for fifteen years; hence, whatever 
may be the final choice of brake, the Company will put no brake on 
the driving wheels. 

The diagrams show that the Westinghouse brake comes on almost 
instantly over the whole tram ; it is not the same with the Vacuum 
brake. There the brake goes on first upon the front carriages, and the 
buffers are consequently compressed ; afterwards the carriages all become 
braked, and the buffers return to their first position, but not without 
oscillations which are serious both for the passengers and for the couplings 
themselves. In the Westinghouse brake this action is much slighter. 

In all the trials the wheels skidded only at a very low speed ; hence 
the regulating valves did not show any great advantage In the length of 
the stop. They save the tires by preventing the wheels from skidding, 
and they save also the springs of the carriages by diminishing the shock 
felt at the last moment of a stop. Though a very ingenious improve- 
ment, yet, if the driver can really graduate the strength of the brake, 
it may be doubcfril whether they are necessary in continuous brakes ; 
thus one more complication may, perhaps, be avoided. 

The Lyons Railway had never previously had an accident caused by 
the breaking of draw-bars in a passenger train, but several were broken 

^■"»git 
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PARIS AND 

in the trains fitted with the Westinghouse LYONS RAILWAY 
and Vacuum brakes. Thus, if there has TESTS 
been no such breaking of draw-bars in 

past tunes, yet these are almost sure to occur tiequendy with the use of 
continuous brakes : and as there are on the railway several very steep 
gradients, it would seein that a non-automadc brake would on dus line 
at least be dangerous, unless, to avoid accidents, die ordinary hand 
brakes are still kept in use on the trains. 

The arrangements of the Wesonghouse brake are certainly rather 
complicated, especially the air pump and the triple valves. As regards 
the pump, the author thinks that it would be difficult to make an air 
pump more simple and al the same time able to sadsfy all condidons. 
And as regards the triple valve, he thinks it is impossible to simplify ic 
without losing one of the two following advantages — the quickness of 
application of the brake, or its graduauon in the stops. It might, 
however, be rendered less delicate by making it larger and stronger. 
All the other parts of the brake are quite sadsfactory. 

All the parts of the Vacuum brake are very simple and strong, but 
die leather of the Hardy sack seems to be a bad material for pracdcal 
work. Some arrangement of metallic pistons and cylinders would seem 
preferable, but practice alone can decide this question. The arrange- 
ment of the brake gear is not quite satis&aory, but it would be easy to 
improve it. 

The above opinions must be taken as those of the author alone, and 
as requiring to be cheeked by longer experience. Both brakes will be 
tried on long inclines, and a uniform speed maintained with them if 
possible. Until these trials have taken place, no decbive opinion can 
be given by the railway company. 
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THE BURUNGTON BRAKE TRIALS. 

These trials were carried on at the inBtance of the Master Car 
Builders' Asaotnation, whose Committee on Automatic Freight Car 
Brakes were directly in charge. 

Two series were run, the first in 1886 and the second during the 
year followmg. In the latter year this Committee made a report to the 
meeting of the M. C. B. Associauon, at St, Paul, Minn., on June ijth, 
16th, and I7ih, which contained a tiill detailed description of the tests, 
and the following pages are taken from it : 

Prsgramrne if Gettiral Tuts, 1886. 

1. Fifty-car trains on down grade 53 feet per mile, running for- 
ward, quick stops. 

a. AU cars loaded, 30 and 20 miles per hour. 

b. All cars empty, 40 and zo miles per hour. 

c. Cars mixed (see below), 40 and 20 miles per hour. 

NoT>.— Half the cars to be loaded and half empty, 75 per cent, of the latter to 
be on from half of train. Duilng thcac traa, the lapidity with which the mm gcM 

2, Fifty-car trains on level, running forward, quick stops. 
Same as tests on grade, except that trials are on level. 

Note. — In order ro attain a speed of 40 milei per hour, pushers or double-headers 
will be used, at option of brake company. 

3, A train of fifty (50) half loaded and half empty cars, 75 per 
cent, of the latter to be on front half of train, to be let down a grade of 
53 ft, per mile 3 miles long. Speed of 20 miles per hour at top of grade 
to be reduced to 1 J miles per hour and maintained without material 
variation all down the grade. 

4. Twenty-five (25) cartrains. Twelve (12) cars to be loaded, 
and thirteen (13) empty, about 75 per cent, of empties being on the 
front half of train. Tests to be made on a down grade of 53 ft. per 
mile, running forward at speeds of 40 and zo miles per hour. 

;. Similar trains to above. Tests to be made on level at 40 and 
20 miles per hour. • 
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6. Similar trains to above, Teata 
to be made ascending grade of 53 ft. 
per mile, engine in front of trun pull- 
ing. Speed, about 1 2 miles per hour. 

7. Engine tests. Engine and dynamometer car. Two stops 
on level track at zo and 40 miles per hour, and two stops on 53 ft. 
grade at io and 40 miles per hour. 

8. Hand-brake stops with engine and tender power brakes ; 25 
mixed car train. Two stops on level track at zo and 40 mDes per 
hour, and two stops on <;3-ft. grade at zo and 40 miles per hour. 

[). Train resistance test ; zj mixed car train. 

( I . ) To pass No. I stop-post at 20 miles per hour, letting the 
train drift till it stops, no brakes being applied. 

(z.) To pass No. 3 stop-post at 5 miles per hour, letting the 
train drift until No. 4 post is reached, at which point the accelerated 
speed shall be recorded and the train stopped. 

10. Empty ;o-car train ; the 30 forward cars to have automatic 
brakes, and the rear zo cars to be without automatic brakes. Three 
stops each at zo and 40 miles per hour on the levels and zo and 40 
mites per hour on the 53-fbot grade. 

Special Tests. 
1. Twenty-five-car trains. Half the cars to be loaded and half 
empty, 75 per cent, of the empty cars being on the front half of the 
train. Tests on the level. Trains to be broken in two near the 
center. Speeds 40 and zo miles per hour. After the train is broken 
in two, any assistance necessary will be rendered only by a brakeman, 
who shall be riding at the rear of the train when the breakaway occurs, 
Ndti.— In all the above taa, all the can in a train are fined with the game aulo- 



z. Similar trains as above as regards number and loads of cars. 
One-half of the cars to be equipped with the same automatic brake, and 
the other half with hand brakes only. Three cars with hand brakes 
only next tender, then three with train brake, and so on. Tests on 
the level. Speeds, 30 and zo miles per hour. 

^■>H.glt 



THE 

BURLINGTON 
BRAKE TRIALS 



Air Brake Tests ^"^'"^ 

3. Twenty-five (25) car miied 
trains with the same train brake on twelve 
(12) cara next tender. The rear 1 3 
nly. Speeds, 40 and zo miles per hour. 



composed in equal proportions 
together. Half of the cars 
. of the empty cars in front 



} loaded car trai 
, 3 and 4 at 2 



Two 



cars to have hand brakes 
Tests to be on level. 

4. Fifty-car trains. Trains t. 
of different train brakes that will operate 
empty and half loaded — about 75 per c 
of train. 

5. Consolidation eng^e train test; 
stops each to be made at stop-posts Nos. 1, z 
and 30 miles per hour respectively. 

[Note. — Gencial ttsa 4 and 6 were ensed at a joint meeting lleld at Builington 
piioc ID the t«t9, and Nos. 7, S, 9 and 10 and Special test No. 5 were added. Special 
tests Nos. I, 4 and 5 were ioierted in the interests of the buffer brakes.] 

A dynamometer ear to be placed in the front end of each train, 
with complete recording mechanism. In the middle box car of each 
train a portable apparatus to be placed for recording diagrams ; 
showing, 1st, a strain line in potmds exerted on the brake lever during 
the stops, and, zd, a speed line in miles per hour during each stop. 
An electric signal to be arranged for communication between the front 
and rear ends of the train, 

TTie groiiad selected for the trials was a stretch of track commencing 
eight miles west of Burlington, the Chicago, Burlington & Quincy 
shops being located midway b the course. The first ; miles, it will 
be seen by reference to plate I, is a level stretch of single track, on 
which is located stops Nos. 1 and 2, a distance of 2.S;8 miles being 
between the stops. The last 3 miles of the course is double-tracked, 
something over z miles of it being on a down grade of 5 3 ft. to the 
mile. On this we find stops 3 and 4, — No. 3 being z.zi miles 
from No. z, and No. 4, 1.Z4Z miles from No. 3. The natural 
advantages of such a course soon became apparent. Without in any 
way bterfering with the regular traffic of the road, the Committee were 
enabled under &vorabIe drcumstances to make five trips a day, equal 
to an So-miles' nm, and to dispose of 20 of the stops. 
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- To apply the brakes with their ilill 
force, the compreaaed air in the main 
brake-pipe ia allowed to escape, when the 
greater pressure in the auiiliary reaervoir 
the feed-groove, thus preventing the return 
the brake-pipe. Aa the piaton travels, it n: 
a permit 
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s the piston 5 beyond 

ii from the reservoir to 

with it the slide valve 6, 

flow directly from the auxiliary n 



brake-cylinder, which forces the pistons out and appliea the brakes. 
The brakes are released by again admitting pressure into the main brake- 
pipe from the main reservoir, which pressure, being greater than that 
in the auxiliary reservoir, forces the piston j back to the posidon shown 
in the drawing, recharges the reservoir, and at the same time permits 
the air in the brake-cylinders to escape. To apply the brakes gently, 
a slight reduction is made in the pressure in the main brake-pipe, which 
moves the piaton slowly until it ia atopped by the graduating apring 9 ; 
at this point the opening / in the slide valve is opposite the port/", and 
allows air from the auxiliary reservoir to feed through a hole in the aide 
of the slide valve and through the opening / into the brake-cylinder. 
The passage / is opened and closed by a small valve, 7, which is 
attached to and moves with the piaton ;, provision being made for a 
limited motion of these parts without moving the valve 6. When the 
pressure in the auxiliary reservoir has been reduced, by expansion into 
the brake- cylinder, until it is the same as the pressure in the main 
brake-pipe, the graduating apring puahea the piaton up until the small 
valve, 7, closes the feed opening, /. This causes whatever pressure is 
in the brake-cylinder to be retamed, applying the brakes with a force 
proportionate to the reduction of pressure in the brake-pipe. 

To prevent the application of the brakea from a slight reduction of 
pressure, caused by leakage in the brake-pipe, an oval groove b cut in 
the body of the car-cylinder, ^ in. in width and ^ in. in depth, 
and of such a length that the piston must travel 3 inches before the 
groove is covered by the packing-leather. A small quantity of air, 
such as results from a leak, passing from the triple valve into the car- 
cylinder, has the effect of moving the piston slightly forward, but not 
sufficiently to close the groove, which permits the air to flow out past 
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the piston. If, however, the brakes are 
applied in the usual manner, the piston 
will be moved forward, notwithstanding 
the slight leak, and will cover the groove. 

When the handle of the four-way cock is turned down, there is a 






WesUogllollBe FrelgbC Brake Tripla TbIts. 

n from ihc main brake-pipe to the brake-cylinder, 
[he triple valve and auxiliary reservoir being cut out, and the appannu 
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can then be worked aa a non-automatic 

brake by admitting the air into the main 

brake-pipe and brake-cylinder to apply 

the brakes. When, from any cause, it is desirable to have the brake' 

inoperative on any pardcular car, the four-way cock is turned to an 

intermediate position, which shuts oS the brake- cylinder and reservoir, 

leaving the main brake-pipe unobstructed to supply air to the remaining 

Thia position of the handle also releases the brakes on a car when 
it is detached from the locomotive. The engineer's valve used in the 
i836 and 1SS7 tests ia shown by Fig. ^z. 

The cut shows the valve in the position for releasing the brakes ; 
the pressure from the main reservoir passing through the rotary valve 
1 3 and 10 the main brake-pipe, as shown by the arrows. While run- 
ning, the handle of the valve is turned to the position shown in the 
diagram, when the air enters through the feed port, passing the feed 
valve 32, which is held to its seat by the spring 33, which causes an 
ei cess of pressure in the main reservoir over that in the brake-pipe equal to 
the strength of the spring 33, and insures a quick release of the brakes. 

The chamber A is connected to a small reservoir, not shown in the 
cut, which simply serves to increase the effective capacity of the cham- 
ber. To apply the brakes, the handle is turned to the position for 
application shown in the diagram, and a portion of the air in the cham- 
ber allowed to escape frtyra the supply port, causing a corresponding 
reduction of pressure in the chamber, after which the handle is turned 
to put the valve on lap. The excess of pressure in the main brake- 
pipe over that in the chamber A forces the piston 1 8 up, unseating the 
valve 22 and allowing air to escape through the exhaust from brake- 
pipe, until the pressure in the brake-pipe is equal to that in the chamber, 
the valve 2Z remaining open until the pressure is equalized throughout 
the train, when this valve is returned to its seat by the spring 27. If 
a very considerable reduction of pressure is made in the chamber A, 
the piston 1 8 will move for enough to carry with it the slide valve 23 
and allow the air to escape more rapidly by uncovering the two exhaust 
ports. In case of emergency the handle may be turned to the extreme 
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right, connecting the direct xpplicadoii 
port with a large exhaust port and releat- 
ing the pressure in the brake-pipe with 
great rapidity. 

The Eames Vacuum Brake. 

The Eamn vacuum automatic brake, as used during the 1886 leata, 
operated in a reverse way to the Westinghousc. The latter obtains its 
power from air stored at high pressure in a system of pipes and cylinders, 
the fomier obtained its power from the atmospheric pressure upon the 
exterior of rubber diaphragms, when a vacuum is produced within. 
The following principal parts of the Eames vacuum brake were thus 
described : 

1 . The Ejector, the function of which is to produce a vacuum m the 
diaphragms. 

2. A continuous line of 1 ^-in. pipe connecting the gector with the 
diaphragms throughout the entire length of the train. 

3. The Couplings, which are attached to the end of the flexible hoie, 
and form the connection between the difierent cars. 

4. The Diaphragms, trom which the air is exhausted, causing the 
pressure of the atmosphere to force the rubber disk into the iron shell, 
and sets the brakes. 

;. The Reservoirs, in which a vacuum is maintamed, and into which 
the air in the diaphragms is constantly exhausted by a movement of the 
qector lever, or in case of accidental breakage to the trainpipe or 
couplings. 

6. The Valve, which forms the connection between the automatic 
pipe and the vacuum reservoirs, and between the reservoirs and the 
diaphragms. Its fiinctions are to control the passage of aa from the 
brake diaphragms to the reservoir and partially or wholly apply the 
brakes ; or to admit air to the brake diaphragms and partially or wholly 
release the brakes. 

The qector is shown by Figs. 53 and 54. It has two jets, the 
larger bring to produce the required vacuum in the trainpipe and reser- 
voirs, and the smaller to maintain the vacuum atrainsc leakage, if any, ' 
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in the apparatus. The lai^er jet is em- 
ployed only when the immediate creation 
or restoration of the vacuum is necessary, 
in charging the train or releasing the brakes. The smaller jet, having 
a diameter of ^ of an inch, is used continuously, except when the 
brakes are applied. 

The illustration shows the valves in their usual or running position. 
Steam is admitted at F into the steam chamber surrounding the valve J. 
In this chamber are two ports, C and D, the former admitting steam 
to the larger jet, and the latter admitting steam to the smaller jet. The 
valve J, covering the steam-ports C and D, and the valve H, covering 
the air-port E, are operated by the same valve-stem, which is connected 
with the engineer's brake-lever in the cab. In the running position the 
ports E and C are closed, and D is open. The brake-lever is in the 
notch in the center of the quadrant to which the lever is attached. 

To create a vacuum in the trainpipe and reservoirs (to release the 
brakes or restore the power after the brakes have been applied), the 
brake-lever is moved to the forward notch in the quadrant. This opens 
steam-port C, but does not open port E. Steam passes through port 
C into the chamber surrounding air-tube A, exhausting the air from 
trainpipe G through check valve K, creating a vacuum in the reservoirs 
and trainpipe. At the same time steam is passing through port D into 
the smaller jet B, which is thus aiding the larger jet in creating the 

To apply the brakes, air is admitted to the trainpipe. The qector 
lever is moved to the rear notch, closing pons C and D, and opening 
to its full extent port E, through which air is admitted directly to the 
trainpipe, destroying the vacuum therein. To release the brakes, the 
lever is returned to the forward notch ; uncovering both ports C and 
D, and closmg port E. 

To partially apply the brakes, the lever is moved to the second 
notch in the rear of the running position. This closes port D, and 
opens the ofBet shown in the upper left-hand corner of port E. 
This admits a small quantity of air to the trainpipe, slightly reducing 
the vacuum therdn, and operating the train valves as hereinafter de- 
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scribed. A sufficient amount of air being BURLINGTON 

admitted the brake-lever is moved to the BRAKE TRIALS 

first notch forward of the ninnmg poM- 

cion, closing the offset in port E, but not opening port D, thus main- 
tuning in the trainpipe the degree of vacuum resulting from the slight 
admission of air, until more air is admitted for a fiuther application of 
the brakes, or the trainpipe is exhausted to release the brakes. 

The cut. Fig. ss, shows the valve used in 1887. In the one 
used in 1886, the release valve was connected directly with the bell- 
crank and required a greater variation in vacuum to open it. The de- 
scription applies to both. 

The valve is placed between the diaphragms and the reservoir, 
the reservoir being exhausted through it. Its fiinctions are to control 
the passage of air from the brake diaphragms to the reservoir, and 
partially or wholly apply the brakes ; also to admit air to the brake dia- 
phragms, and pardaUy or wholly release the brakes. This is accom- 
plished by the valves M and L. These valves are moved by the bcU- 
crank levers shown in the cut, which are controlled by the flexible dia- 
phragms F and N connected with them by links. 

A vacuum is maintained in the interior of the valve through check- 
valve D, which lifts when air Is being exhausted from the trainpipe, 
and closes when gir is admitted to it. An equal vacuum is maintained 
in the chamber outside of diaphragm F, which b connected directly 
with the trainpipe by passage E above check valve D. The external 
air is admitted to the outside of diaphragm N through the aperture O. 
Diaphragm F has, therefore, a vacuum on both sides equal to the 
vacuum in the trainpipe. Diaphragm N has the same vacuum on the in- 
side, and atmospheric pressure on the outside. The diaphragms differ in 
size, and the connecdons with the bell-crank lever are at such angles 
that, as the bell-crank revolves about its fiilcrum, the effective leverage 
of N increases, while that of F decreases. As the pressures on the two 
diaphragms are varied, the bell-crank will revolve to a point where the 
diaphragms balance each other, and are in a state of staple equilibrium. 
The valve is operated, therefore, hy increasing or decreasing the vacuum 
in the chamber outside of diaphragm F. During the running of the 
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train, the same vicuum is maintained on 
both sides of diaphragm F, and the dia- 
phragms and bell-crank assume the posi- 
tion shown in the cut. 

In this position the valve L is seated on its upper scat, closing air- 
port K, and opening communication between the interior of the valve, 
through passage G, with the chamber above diaphragm H, thus creating a 
vacuum in this chamber, and lifting diaphragm H from opening P, and 
permitting the air, through ports J, opening P, and pipe B, to pass to 
the bralte diaphragms, the air having in this mauier free access to the 
brake itiaphragms when the brakes are not applied. The valve M is 
closed, shutting off communication between the brake diaphragms and 
the reservoir, which is connected with the interior of the valve through 
a pipe entering the valve on the side towards the reader. 

When the brakes are applied, the operation is as follows : Air is 
admitted to irainpipe C. Check-vaive D is seated, cutting off com- 
munication between the trampipe and the interior of the valve. The 
air flows into the chamber outside of diaphragm F through the passage 
E, increasing the pressure upon the diaphragm F, and overcoming the 
resistance of diaphragm N. Diaphragm F moves towards the interior 
of the valve, causing the bell-crank to revolve away from valve L, 
which seats itself on its lower seat, cutting oif communication between 
the interior of the valve and the chamber above diaphragm H, through 
passage G, and admitting the external air to chamber H through port 
K. This shuts off the communication between the eziemal air and the 
brake diaphragms through ports J, opening P, and pipe B, by dropping 
diaphragm H and closing opening P. The movement of the other arm 
of the bell-crank lifb valve M, opening communication from the brake 
diaphragms through pipe B with the interior of the vtflve, and thence 
to the reservoir, collapung the brake diaphragms and applying the 

If sufficient air is admitted to the trainpipe to destroy the vacuum 
therein, the valve M is opened wide, and the brakes are quickly and 
fully applied. If only a small quantity of air is admitted to the train- 
pipe, the vacuum outside of <Uaphragm P is only slightly reduced. 
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causing diaphragm F to move a propor- 
tional distance towards the center of the 
valve, revolving the bell-crank away from 
valve L and partially opening valve M. As the air flows from the 
brake diaphragms into the reservoir, the vacuum in the interior of the 
valve is reduced, which causes diaphragm F to move gradually toward its 
normal position, closing valve M, retaining a partial vacuum in the brake 
diaphragms, and producing a partial application of the brakes. Further 
slight admission of air to the trainpipe will, in this manner, cause pro- 
portionally increased applications of the brakes. 

To release the brakes, air is drawn from trainpipe C and the cham- 
ber outside of diaphragm F, and also from the reservoir and the interior 
of the valve, equalizing the vacuum on both sides of diaphragm F, and 
at the same time restoring the vacuum in the reservoir, which has been 
partially destroyed by the admission of air from the brake diaphragms. 
This causes the diaphragm F to return to its norma! position, revolving 
the bell-crank away from valve M (which becomes seated) and raising 
valve L, thus opening the chamber above H to the vacuum in the 
reservoir, which raises H and releases the brakes. 

Fig. 56 shows the Eamcs driver brake used in the tests. Equal 
pressure is applied to both sides of all the driving wheels, with the 
object of avoiding strain upon either the journal or side-rod bearings. 

The American Brake. 
The American freight-car brake had a centrifugal governor on the 
axle, which at certain speeds, 11 to 12 miles an hour, moved a forked 
lever surrounding the axle horizontally, and this, by a mechanical con- 
nection, threw in or out of gear a push-bar which was immediately back 
of the draw-bar, but out of reach of the draw-bar, thus making the 
brake operative or inoperative, according lo the position of this push- 
' bar. Except for this disengaging gear, the American brake was exceed- 
ingly simple, consisting of nothing more than a large bent pendant 
lever, the upper arm of which was bent against the end of the draw-bar, 
while the lower arm pulled violently oil the brake-rod. The push-bar, 
which the ceutrifiigal governor raised and lowered, was merely a hinged 
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extension of the upper aim of this lever. 
The device is shown by Fig, 57. The 
brake beam, it will be observed, was 
dropped to the floor, in order to better show the brake rigging. This 
brake, as vrith the others coining under the buffer type, could be operated 
with any fonn of engine brake. During the trials, the American Brake 
Company used its own sieam-engjne brake, which was already successfiilly 
introduced on many railroads. 

The Widdifidd tf Buttm Brake. 

The Widdifidd & Button was a friction buffer brake, and is shown by 
Fig. jS. It consisted of a small shaft parallel with the axle, one end 
of which was carried in a Jixed bearing and the other in a lever actuated 
by the draw-bar on the end of the shaft. Near the movable bearing 
was a large friction pulley, which bore against a combined soft metal and 
paper spool on the axle ; on the other end of the shaft was the brake 
chain spool, and beyond that agun a ratchet which caused the spool to 
turn with the shaft when the car was moving forward, but not when 
backing. This shaft had therefore to be set to work according to the 
direction in which the train was moving, which could be done from either 
the top or side of the car by a rod connection ; the same motion of 
the handle set the rod and ch^n which moved up the friction shaft, so 
that they also worked only when going forward. This Company made 
some of its stops with the Westinghouse engine, and others with the 
Eames engine. 

The Role Brake. 

The Rote buffer brake had a centrifugal governor attached to the 
axle, which, at a certain speed, 4 to 5 miles an hour, allowed the main 
brake-lever to come in contact with the draw-bar. The biake-lever was 
connected with the brake-rod by means of a swiveling-piece pivoted on 
the end of the main brake-lever. As the latter moved, one end of the 
swiveling-piece came in contact with a fixed wiper, causing the other 
end CO swmg around until it was on a dead center with the pivot at the 
end of the brake-lever, thus taking up a lot of slack without !o^g 
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power. In other words, the power in- 
creased 33 the stroke progressed until it 
reached 6-in. stroke; after that it remained 
the same up to 8 in. The general features of the brake are shown by 
Fig. 59. The parts, as shown, are somewhat displaced by the body 
of the car being jacked up several inches, removing the bent lever 
under the body of the car from the bearing which it should have 
against the vertical lever, as indicated by the dotted line. The Rote 
Company used the American steam-engine brake and engine during the 

Apparatus Used in the Tests. 

The speeds at the stop-posts and during the down-grade runs were 
regulated by means of the Boyer Railway Speed Recorder, of St. 
Louis, one of which was fitted to each engine. 

The device is shown by Fig. 60. By reference to the engraving 
it will be observed that the machine was contained in a compact oblong 
cast-iron case, 6 in. wide, 7 in. long and 8 in. high ; it weighed about 
20 pounds. It was described as follows : 

The machine consists principally of a rotary pump, a cylinder and a 
piston, wiih mercury as a circulating medium. It is driven at a low 
rale of speed by a coiled wire belt from the truck axle. A port con- 
veys the current from the pump to the lower end of the cylinder, and 
another port, whose area is increased or decreased as the piston rises or 
falls, returns it to the pump. While the machine is at rest the piston is 
retained in its lowest position by a spring, and the return port is then 
nearly closed ; but, when given motion, the pressure causes the 
piston to rise until the port is just large enough for the current to escape, 
thus producing an equilibrium between the tension of the spring and the 
pressure of mercury ; or, in other words, the machine simply weighs 
the various pressures of mercury produced by the pump, which is in di- 
rect proportion to the speed of train. 

Attached to the piston-rod, which passes up through the cylinder cover, 
is a pencil placed in contact with a strip of paper. As the paper is moved 
in the direcdon the locomotive travels, the speed in miles per hour, the 
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distance and the direction of travel, are 
recorded thereon (the height from the 
datum line denoting the speed). 
The drum which actuates the paper is driven at a uniform rate of 
speed of yi in. per mile in the standard machine (those used at brake 
tests moved paper 2 in. per mile). Gripping rolls hold the paper in 



contact with the drum, : 
lever removes the rolls ai 
The paper is wound on tv 

shafts and always revolve i 



There 



3 connected that the operation of 
1 pencil from the paper at the same time. 
o wooden cores and placed with frictional 
which form extensions to the rotary pump- 
one direction. As the locomotive is moved 
ir backward the paper is transposed from one spool to the other, 
tached to the pbton-rod, and carried through a Cutw, 
a small wire which operates a gauge with a 51^ in. dial. This gauge 
is placed in a convenient position in the engbe cab, so that the en^neer 
can read at any moment the speed in miles per hour his engine is run- 
ning. 

In the recorders used in 1 886, the pump was made to ran in which- 
ever way the locomotive moved, and the direction of the current from 
the pump to the cylinder was controlled by valves. The ciperience 
had at Burlington, as well as in shop tests carried on at the same 
time, demonstrated that this construction could not always be relied 
upon, on account of leakage of valves. In the machines used in the 
1887 tests these valves were discarded and the pump arranged to revolve 
always in one direction, withont regard to the direction in which the 
locomotive travels. Otherwise the machine was practically the same 
as that used in 1886. Facsimiles of records made by this machine are 
shown by the speed diagrams in plates VIII. and IX. and Figs. 96 to 
99, pages 226 to 229. 

The Dynamometer Car used during the brake tests was constructed 
by the Chicago, Burlington & Quincy Railroad Company in July, 
1884, from drawings received from the Pennsylvania Railroad Com- 
pany. It was 3 I ft. long, weighing 31,650 lbs., and was equipped with 
2 four-wheel trucks fitted with 33-in. wheels. 

The car contained mechanism for recording autographically the tnun 
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run. The resistance was obtained by 
noting the compression of the springs in 
the dynamometer draw-bar. TTie motion of these springs was com- 
municated by means of levers to a pen marking on the record-paper, 
which passed across the dynamometer table at light angles to the motion 
of the pen. Modon was given to the paper by means of gearing driven 
by a worm on the rear axle of the forward truck. The speed of the 
paper was such that z it. of paper corresponded to one mile of track 
traversed by the car. A stationary pen marked on the paper the datum 
line. This line coincided with that made by the spring pen when no 
force was exerted on the draw-bar. When force was exerted, the 
strain line left the datum, rising above in case of a pull and falling 
below the datum when a push was exerted on the draw-bar. The 
distance between the strain and datum lines equals twice the amount of 
compression of the springs (see plaie II.), ^ in. compression giving 
1 in. divergence of the lines, corresponding to about 6,ooo lbs. pressure. 
The speed of the car was obtained by means of a pen attached to 
n electro magnet, marking on the paper at intervals of 
rcuit with a clock which com- 
me. The distance between the 
joths of an inch gives the speed 
n during the application of the 
IS taken, was obtained by 
electro-magnet, marking 
■pen upon completing the 
circuit, by means of a push-button. During the tests this pen was 
operated by an observer on the engine, electric connection being fiu-- 
nished by means of a cable leading back to the car. The observer 
marked on the paper the instant brakes were applied and the moment 
the train was stopped. The distance apart of these points measured 
in inches and multiplied by zzo ( z ft. to the mile equals zao ft. to the 
inch ) gave the run in feet. The pens being in line, the speed and 
train resistance at the instant of application of brakes could be readily 
observed. 



5 seconds, being connected 

pleled the circuit at that interval of 

successive 5-second marks measured i 

in miles per hour. The distance 1 

brakes, or any point at which 

means of a pen similarly connected with 

on the paper on the opposite 
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The time between brakes applied and 
stop was obtained by stop watches, the 
signals being the modon of the pen 
operated by the observer on the engine. 

Place 11. is a copy of diagrams of scops as recorded by this 
dynamometer car. These have been selected to illnscrace the work of 
the mechanism just described, for a short time previous to and after a 
stop as well as during a scop. They show Stop No. 1712, 50 empty 
car train, Weatinghouse electric brake ; and No. 1 122, 50 mixed car 
train, Wesiinghouse electric brake. 

The diagrams also show the method of recordmg the information 
obtained. A curve, represented by dotted lines, showing the retarding 
cfiect of the brakes, is constructed by erecting at chc center of the 
j-second intervals an ordinate equal to the "velocity-head" of the 
train, due Co the speed in that interval. The " velocity-head " is the 
height of the equivalenl grade of retardation, or the grade on which, if 
the train were ascending il without irictional resistance, it would have 
been stopped by the accion of gravity alone in the same distance as it 
was actually stopped by the brakes and rolling friction. ( See editorial 
in che Railroad Gazette of May 15, 1885, on the Calculation of the 
Efficiency of Brakes, by A. M. Wellington. ) 

The Slops shown indicate the effect of che brakes on lighc and heavy 
trains. In the former case the 50 empty car train, in which che brake 
force approximacely equals che train weight, gives a cension diagram 
during the stop showing that the brakes are effective in holding the train ; 
and the engine brakes being also effective and properly adjusced Co che 
weight braked, hold the engine in a ^milar way, so chat che position 
of the engine with regard to the train remains the same after the brakes 
are on as before application. The reverse is shown in the diagrams 
of the mixed trains, where the train weight being largely in excess of 
the brake force, causes the cars Co run forward on to the engine, com- 
pressing the dynamometer draw-bar as indicaced. 

As a check on che dynamomecer record, and for service in case of 
accident to the regular mechanism, a second means of obcaining daca as 
to distances and speeds was introduced ; this was the American District 
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Telegraph register, with two independ- BURLINGTON 

cnt iak-writing pens. In this machine BRAKE TRIALS 

the record was printed on a small paper 

tape, which was run by clock-work beneath the recording pens, one of 
which was operated by the observer on the eng^e, being connected in 
the same circuit as the distance recording pen of the dynamometer 
paper, and marked on the tape the points "brakes applied" and 
"Stop." The remaining pen was connected with a circular plate 
holding 8 contact points, which, as the plate was revolved by means 
of a belt connection with the front axle of the forward truck, passed 
under a spring jack, completing the circuit for an instant and causing 
the pen to make a mark on the tape. The number of these marks 
or dots included between the points "brakes applied" and "stop" 
determines the distance nm, the distance from the last contact to fiill 
stop being noted. The distance between the contact points represented 
15.71 ft. of track and also the speed of the car. 

The dynamometer paper was nm throughout the course, the mile 
posts being marked thereon for the purpose of checking the speed of 
the paper ; the register-tape was nin only during the stops. 

The dynamometer records alone were used during the 1886 trials, 
but in the 1887 tests both the register and dynamometer figures were 
considered. 

The autographic recording apparatus used in the middle car of each 
train was devised and constructed by the American Brake Company 
especially for these tests. Its records have been invaluable to the Com- 
mittee. The device as used in 1886 is shown by Fig. 61, and was 
thus described at the time ; 

The various records taken by this single instrument are as follows : 

1. Beginning at the left-hand side of the diagram, a Boyer speed 
indicator, the invention of Mr. Joseph G. Boyer, of St. Louis, Mo., 
shows the speed in miles per hour on the high dial. 

z. The paper roll just below the high dial b fed horizontally at 
varying rates of speed, at '/i-ia. per mile for long trips and at about 
100 ft, per inch for records designed to cover stops only. The speed 
is lecorded by a diagram on this roll. 
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5. On thb diagram ^-second marks are 
made by a pencil acruaied by an electric 
circuit from one of the batteries below, 

passing through the clock and the magnet visible near the top of the 

high paper roll. 

4. The low dial near the front of the table gives the distance run to 
the nearest foot after the apparatus is thrown into gear, which Is done 
by a handle placed on a shaft seen behind the two battery boxes, and 
which throws everything on the table into gear at once. " One of the 
hands on the dial makes a complete circuit in loo ft.; the other moves 
only one notch for loo ft., or makes a complete circuit in 10,000 ft. 

5. The rod seen running through the floor connects with the brake- 
rod and actuates directly a pencil, concealed from view by the tall paper 
roll, which records on the latter continuously (it bring fed by the same 
mechanism which actuates the distance indicator) the tension on the 
brake-rod, and hence (by multiplying the latter by the proper lever- 
age) the pressure on the brake-beam. 

6. Time-marks at j-sccond intervals are 
by the same clock, but by an independent 

Thus the four elements of speed, timt 
pressure are all given and autographically re 

In the 1887 tests some slight changes wei 
the speed recorder was combined with the sires 
being made on the same paper. The motion 
aile by a belt made of coiled wire running o 
leys. TTie difliculty of slip in the belt c 
thus in a large measure avoided. Accurately turned steel-tired wheels, 
without coning, were also used in 1887 under (his car, in place of cast- 
iron wheels as in 1886. 

The accompanying diagram, Fig. 62, shows a typical stop from the 
exceedingly interesting and instructive record obtained from this 
instrument. The figure represents slop No. 811 of 1887, Car- 
penter eleclro-atmospheric brake, emergency stop, 50 empty car train, 
level track. The record was taken in the i6th car from the engine. 

The perpendicular tine at the extreme right indicates the moment the 



a this diagram also 
:, and brake-beam 
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made in the machine ; 
indicator, both diagrams 
A'as transmitted from the 

adjustable grooved pul- 
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Air Brake Tests ^"^"^^ 

engineer received signal lo apply brakes. 

The curved line of ihe upper diagram 

shows the pressure of the brakes upon the 
wheels, the horizontal parallel lines indicating the pressure in steps of 
1,000 lbs. ; the full perpendicular lines give each 25 ft, of the stop, 
while the doited perpendiculars indicate the time in one-second intervals. 
The curve in the lower diagram shows the speed, giving the gradual 
decrease at all points until the stop is made. The horizontal parallel 
lines in this case indicate the speed in miles per hour, while the fiill 
and dotted perpendiculars have the same signification as in the upper 
diagram. It will be observed from thb diagram that with an initial 
speed of ^l% miles an hour, in 7 seconds a ;o-car train was stopped 
in, so ft. 

The Tests, 
The tests were formally opened July 1 3th, and continued without 
interruption until August 3d, 

Tabulated Statements. 

The results arc shown in the series of tables just given. 

Series B, 1886, plate III,, groups the stop testa of the different 
competitors under each competition, ranking them in their order of 
shortness of stop corrected to a uniform speed. The inequalities of 
the brake gear are not taken into computation. Data is ^ven on 
page 149, under the heading of "Foundation Gear," which will 
enable those desiring to do so to work out the possibilities under other 
conditions of foundation gear. On this table the "kind of stops" arc 
placed in accordance with their importance, viz. : the ij-car trains 
appear first, then the 50-car train, with brakes used on the forward 30 
cars only, and finally the 50-car train, with brakes on all cars, ranking the 
empty train first, then the mixed train, and, lastly, the loaded train. 
It will be observed the representatives of the independent brakes quickly- 
dropped out of all tests requiring consecutive braking on more than 30 
cars. The American made one trip over the course, with brakes on 
50 empty cars, but quickly succumbed, leaving the field undisputed to 
the continuous braltes represented by the Eames and the Westinghousc, 
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Air Brake Tests ''"^''^^ 

Series C, 1886, plate IV., has been 
prepared with a view to showing in a 
more condensed table the general results 

of the tests. The following scops have been averaged, correcting 

for the exact speeds, but not for grades : 

35 mined car trains — all brakes Emergency. 

JO empty do, do. Service. 

50 do. do, do. Emergency. 

JO mixed do, do. Service. 

50 do. do. do. Emergency. 

A notable feature on this table is chat the hand brakes used on the 

Chicago, Burlington & Quincy and the Lehigh Valley trains show a 

higher efficiency than the Rote automatic brake. 

Slide ometer. 

On each of the previously mentioned tables a column will be observed 
headed "Movement of Slideomeier, Rear Car, Inches." 

At an early stage of the tests the unlooked-for shocks in the rear car 
made it evident to the Commitcee that an exceedingly important element 
in a long train contest was not provided with any repstering device. 
The want of such a device became all the more apparent with the 50- 
car trains, which, it was estimated, increased the violence of any 
particular shock in a greater ratio than the square of the number of cars 
added. 

Moreover, each individual was more or less influenced in his sense of 
any given shock by his preparation to receive it, in person as well as in 
tnind. The sliding movements of some of the tool boxes and loads 
during the earlier stops suggested to the referee the impact gauge, or 
" Slideometer," as it was immediately named. On the 9th morning 
of the test the Slideomeier was first used, and its records at once became 
one of the most imponant during the contest. 

The device consists of a wooden (rough 14 ft, long by 6 in. wide, 
made of clear white pine, smoothly planed. This trough is screwed 
&st to the center of che rear car. In the trough slides in either direction 
a wrought-iron weight 5 in, in diameter and 3 in. high, weighing 16^ 
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pounds. Grade s 
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i the device may ap- 
pear, it has answered its purpose perfectly. 
Shocks in ordinary handling of trains 
with slack couplings over sags, hog backs and working in yards, will 
move the disk from z to S in. ; I z in. has been estimated as sufficient to be 
injurious to live stock and equipment. Repeated blows of I z to zo in. 




in the mixed and loaded car tests were suHicicnt to start the loads at the 
rear of the train through the ends of the cars ; the loaded car thus, through 
the movement of their loads, becoming a check in weighing the length 
of the slideometer movement that was admissible and inadmissible. 



via. 64 



£iun« Vncuum' Brake, lnd]uii|ioUs,£«3Ltui & Bitiiligfleld Ou*. 

Foundation Brake Gear. 

In the application of brakes to equipment, one of the most important 

details is the fbundadon gear or parts that are common to both hand 

brakes and power brakes, and equally essendal to the efficient working 

of the one as the other. But very little appreciation of the importance 



Air Brake Tests ''•^•'^' 

of this was shown by railroads at that time, 
judging from the fact that thousands of 
freight cars of 4.0,000 pounds capacity 
and over were running, and being built with the old ineffidcnt foundation 
gear, applied only to one truck, li might have been expected, however. 
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that the competitors in such an important series of tests as these would at 
least have seen that so vital a detail was arranged in such a way that would 
produce a proper equalization of power over the eight wheels of each 
car. Such was not the case. By referring to Figs. 63 to 67 of the 




&, Qulnc; Cut. 



brake-gear, it will be observed that two only of the five competitors of 
1886 (Figs, 66 and 67) had the braking power properly equalized. 
Fig. 63 is equalized properly for hand brakes, but not for power brakes. 
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''"^"^^ Air Brake Tests 

We give on the next page a table taken 
from the Railroad Gazette of July 30, 
1886, showing the comparative efficiency 
of the five comperirors of 1886. 

No attempt has been made to deduct these sources of error from the 
table of stops, though it is clear they should not be allowed to weigh in 
impairing the value of any power brake. 

By reference to the table of stops it will be noted that no hand-brake 
stops were made with the Indianapolis, Decatur & Springfield train. 




This was owing to the feet that its hand-brake raging was only con- 
nected to one truck. It would therefore have taken the brakemen 
twice as long to have applied the same number of brakes that they did 
with the trains of the other competitors, which had the brakes of both 
trucks connected. 

Break-m-Ttve Ttils — Sptda! No. j, 1886. 
One of the most important features of continuous brakes is the con- 
trol given trainmen of stopping the train at any point in case of emer- 
gency without communication with the engineer, which may be done 
by breaking a hose coupling or by opening stop-coct on the rear car. 
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''"^''^3 Air Brake Tests 

This advantage will be more fiilly appre- 
ciated by those who have watched the 
trandc endeavors of brakemen on the top 
of a long train to signal a stop to the engineer who has started before all 
was ready in the rear. Similar experience come up every now and then 
during the tests, which at once resulted in the windmill arm motion of the 
brakemen crossways with the track. It was not long, however, before 
they discovered the power that was in their control in handling the West- 
inghouse and the Eames train, and the celerity with which they discarded 
the arm motion and opened the rear itop-cock or parted a hose-coupling 
wag remarkable and fully equal to the passenger conductor's confident 
pull on the conductor's valve of the automatic air brake when he wishes 
to stop a train promptly, Special Test No. i, or the break-in-two 
test, was intended especially to develop this feature of a fi^ight train 
brake and was creditably performed by the Westinghouse and the 
Eames companies. The other competitors obviously from thdr con- 
stnicdon were unable to participate in this competition ; 

Table XIV, on next page shows the result of the testa. The trains 
were parted between the thirteenth and fourteenth car, counting from 
the engine, the trun being composed of zj cars, mixed loads. In 
test 14;! of the Eames, owing to a misunderstanding of orders, the 
engineer was not allowed to work his ejector alter the breakaway oc- 
curred, which resulted in the rear train running into the forward one 
with some force and damaging two of the cars. In the subsequent testa, 
by working the ejector, the brakes were kept off the forward train until 
all danger of collision was passed. 

Down-grade Run — General Test No. j. 
One of the severest tests, and the one most dreaded by the compet- 
itors' engineers, was the down-grade run described in the competition 
as No. 3 of the general tests. The train was composed of 50 cars, 
half loaded and half empty cars, and in addition the dynamometer and 
way car. The ground selected for the run was the stretch of track be- 
tween stop No. 3 and the distance post covering z.oii miles. The 
speed passing stop-post No. 3 was to he zo miles per hour, and jc- 
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duced as soon as practicable Co 1 J miles, 
which was to be maintained uniformly 
during the remainder of the run. The 
general 
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t of these runs can be best 
obtained from the speed record diagrams, 
which are shown in reduced scale by Figs. 
68, 69, and 70. 

The horizontal lines show the speed in 
miles per hour, while the vertical lines 
show the time at 5-second intervals. The 
figures show the time in minutes. Allow- 
ing 30 seconds to reduce the speed to 15 
miles an hour, the run should have occu- 
pied about 71^ minutes. The ^agrams 
showed very plainly great room for 
improvement in both the Eames and the 
Westinghouse brake, and were it not for 
the low speed would apparently have 
given the award to the American Brake 
Company, for up to g minutes it will be 
observed the speed was uniformly main- 
tained between S and 10 miles per hour. 
This record, however, it should be borne 
in mind, was taken in the autographic car 
placed in the middle of the train. While 
the persons riding in this car and the dyna- 
mometer car were commenting on the 
uniformity of the run that was being 
made, although somewhat below the 15- 
mile speed, an entirely different record 
was being registered in the rear or ;2d 
car. Here shock after shock was being 
received, their rapid succession adding to 
thdr intensity. Twenty-right blows of 
more or less severity were given during 

^■""IV^ 
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the run of 1 1 ^ minutes, culminating in 
a shock of 63 in., which broke the train 
in two. An examination of the train 



after the stop revealed the fact that 9 of the rear cars had their ends 
broken and bulged out by the shifting of the loads to such an extent that 
they were in a dangerous condition, and this, notwithstanding the &ct 
that the wheels with which the cars were loaded had been stowed with 
special care and the ends of the car blocked with timber. This test 
was more instructive than any other could possibly have been, in show- 
ing the inherent weakness of brakes actuated by independent pulsations 
or blows transmitted through the draft springs. The record is all the 
more prominent as, notwithstanding the shock-producing powers devel- 
oped by the continuous brakes in 50-car train stops, their down-grade 
runs were comparatively free (iom shocks : — 

Eames test No, 1123 — 1 bump, ^■^" • 
do. No. 1233 — o bumps, 

Westinghouse test No. 1243— Bumps \, 3^, \, i\, ^. ^, ^. 
do. do. IZS3— do. \, ^, ^V 

■ do. do. .263— do. \,^. 

The following are some of the shocks during the American's 
memorable run : 

1st bump — 17J". 

9th do. — I %y. 

13th do. ZIy". 

tSlh do. — 2i\". 
27th do. — 63". . 
Total number of blows, 28. 

Dynamometer Car Diagrams. 

We give (Plate V.) a few of the dynamometer-car diagrams of the 
jo-car trams, at stop two, which appeared in the Rai/reaJ Gazette 
of October 4, 1886. They are thus described ; 

Each of the diagrams given consbts of two parts ; 

T , A direct phatographlc reproduction of the original record diagram 
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2. A constructed diagram, drawn on 
the ori^nal sheets above the original 
machine record Irom data furnished by 
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represent the efficiency of the 
brakes during the stop or the rate at 

° which the energy of motion was destroyed. 
This also is in elfect an or^nal record, 
unce it follows it precisely, but it is re- 

° constructed in a different and clearer 

The lines on the diagrams which be- 
long to the first class (original records) 
are these : 
i (A.) The base or zero line, drawn 
t on the diagram paper, as it is drawn 
D slowly forward by the machinery by a 
I separate pencil. 

(B.) The irregular line drawn- by 

the pencil connected with (he dynamo- 

nieter spring, which indicates the tendon 

or compresMon acting in the draw-bar be- 

' twecn the tender and first car. If the 

line is above the zero base line it indicates 

tension, or that the engine was pulling 

" the train ; if below it, compression, or 

that the train was pushing on the engine 

and tender brakes. 

» (C.) The time or speed record, 

pven by electrically recorded dots at 5 

seconds interval along a separate line, 

_ which have been transferred for engravbg 

to the base line, and will be seen drawn 

upon it. (Some few have been lost In 

engraving. ) 

(D. ) The beginniDg and eirf o^everj' 
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Air Brake Tests '''^"'^ 

stop, as electricalJy wgnaled from the en- 
gine. Thb aJso was recorded on a sep- 
arace line, but for conatnictmg the dia- 
grams was mdicated by long vertical lines at the beginning and end of 
eath itef. 

(E, ) The time of application of the brakes on the middle car was 
acciwately recorded by an apparatus on that car, and has been trans- 
ferred to these diagrams by a mark shown thus — M — along the base 
line. The time in seconds frx)m the signal to the rear car that brakes 
had been applied on the engine to the time when the brake was seen 
to go on the rear car was also noted and the record transferred to these 
diagrams marked thus — R. In many of these stops these records were 
imperfect or not taken at all, so that they do not always appear. 

(F.) The distance run is an actual measurement from a row of 
stakes, merely checked ( and some few important errors discovered ) 
by the diagram records. 

( G, ) In the 50-car mixed and loaded tests it will be seen that there 
is a. long stretch before the stop proper began ( 500 ft. in the zo miles 
per hour stops ; 1,000 It. in the 40 miles per hour stops) where steam 
was shut off. This was done to reduce as much as possible the severe 
shocks resulting from the application of the brakes by letting the train 
dose up somewhat before the brakes were applied, TTie speed of the 
train fell, of course, after the steam was shut off, but the speed was taken 
at whatever it was in pasang the stop-post. 

(H.) This initial speed is shown in figures, in miles per hour, on 
the verncal line at the beginning of each stop, just above the base line. 

(1.) The movements of the impact gauge in inches are shown by 
small circles at the end of horizontal lines, starung from the first vertical 
as a base. The length of the horizontal line is proportional to the 
movement of the gauge, and the latter is also given in figures. Where 
there was only one shock, there b only one a^ these lines ; where there 
were several there is a line for each. When there was a shock too 
slight to move the impact gauge the small circle is put directly on the 
base line. 

The impact gauge was not thought of nor invented until the ninth 

^■"»git 
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3 

morning of the testa, after most of the a 

2S-ciir tests and some of the jo-car tests g 

had been made. Consequently only a 
portion of the diagram show this record. 
The diagrams of the No, 3 and No. 
4 stops, made on the down grade, were 
amilar in all essential respects to the No. 
I and No, 2 stops, which have been en- 
graved, except that they were longer be- 
cause of the down grade. The buffer 
brakes make a somewhat poorer relative 
showing on these down-grade stops, as is 
natural from the feet that they depend on 
the force with which the enpne crowds 
back against the train, which is reduced 
on down grades, but it does not appear 

necessary to engrave them also, as al! ^ 

necessary details of the aaion of the S 

brakes are shown in the diagrams en- J 

Those are the autographic records^ 
and before explaining the constructed dia- 
grams, which are the most conspicuous 
feanire on the sheet, we may explain some 
features of the dynamometer record. 

The stop begins in all cases at the right 
of the diagram. The engine was then 
always pulling with more or less force ; 
with how much may be read from the 
diagrams by a vertical scale of 23,400 
lb»., or 1 1.7 tons, per inch (on the original 
6,000 lbs. per inch). On the signal 
to apply brakes the throttle was instantly 
closed, and we should expect, therefore, 
[hat the traction would instantly fell i 
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zero, but it will be Ken ihat this was 
never the c»*e. By the combined effect 
of the steam left between the throttle and 
the piston, the evaporation of any entrained water in the steam chest 
and pipes, the re-evaporadon of any condensed steam in the cylinders 
(all this steam, of course, being more or less superheated as the pres- 
sure fell, and expanded as long as there was any left to expand), a very 
considerable amonnt of work was done by the engine (three different 
ones were used) for several strokes after steam was shut off, with an 
economy of steam, no doubt, which would mate any road the envy of 
its neighbors, if it could be habitually realized. It was made entirely 
certain that the throttles did not leak appreciably, yet it will be seen 
that this effect was invariably apparent for from 50 10 zoo tt. after 
steam was shut off, despite the action of the driver brakes to coun- 

The engine machinery having been once brought to a state of equi- 
librium, however, it wiil be apparent that, whatever the absolute 
elficiency of the brakes as a whole, if the engine brakes were retarding 
the engine, and the train brakes retarding the (rain, at the same rate, 
there would be neither push nor pull on the dynamometer draw-bar, 
but the traction line would fall down to the zero base line and remain 
on it during the stop. In no case did this occur, even approximately. 

If, on the other hand, the engine brakes are acting decidedly more 
efiiciendy than the train brakes, the engine will push back against the 
train, and the traction line, which In the beginnmg mdicated tension, 
will fall below the zero line, indicating compression. In every one of 
the diagrams thb takes place, and in most of them, after an inexplicably 
long interval of 5 to 10 or more seconds, the driver brakes took hold 
with intense vigor, long before the train brakes began to act effectually. 

If, then, later in the stop, the car brakes "get a good hold" or the 
driver brakes weaken, or both, the train will pull back on the engine and 
the traction line go back to tension, or above the base line. This occured 
in all the Wostinghouae and in many of the Eames stops. 

The buffer brakes, since they derived their power from compresMon of 
the draw-bars, necessarilj- must have had the enpne holdine back against 
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the train (to other words, have had the 
car brakes less etfident than the en^ne 
brakes) or they would not act at all. 
Hence, after the brakes began to act, they all showed considerable and 
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The average compression or tension during the stop, or various parts 
thereof, was accurately determined by planimeter measurements in the 
usual way, and is recorded in tons (z,ooo lbs.') of compresuon (or 
tendon) on the diagrams. 

We come now to the consmicted efficiency diagram, shown in the 
network of squares just above the traction record, and drawn on the 
same zero line as a base line. 

The precise nature of this diagram we can best explain in this way : 
Turn the sheet upside down. The solid line running across each 
diagram is now the profile of an up-grade which would have brought 
the train to a stop, or down to any given speed, in precisely the same 
distance and in the same time and the same way as the brakes actually 
did. 

If the action of the brakes had been precisely unitbrm Irom begiiming 
to end of the stop, a grade to imitate its effect should be a straight 
grade, hke those shown by the long, straight dotted line across each 
diagram. If the brakes took hold badly at first, and better and better 
toward the end, as in most cases they did, a grade to imitate their effect 
should be an easy one at first, and grow steeper and steeper toward the 
end, as is the case with most of them. If the action of the brakes was 
irregular, taking hold and then letting go somewhat, the "grade" 
should also be irregular, as it is in some of them. 

If we wish to determine what length the stop would have to be, had 
the brakes been as efficient throughout as they were during the latter 
end of the stop, we have only to prolong the final "grade" down (or 
up) to the point A, where we strike the level at which our "grade" 
starts. This has been done on every one of these diagrams, and the 
rates in per cent, (i per cent. ^52. 8 ft. per mile) are shown, first for 
an average grade, which would have stopped the train in the same dis- 
tance, but not in just the same way as the brakes did, and, secondly, of 






THE 

BURLINGTON 
BRAKE TRIALS 



Air Brake Tests """" 

the grade corresponding to the efficiency 
of the brakes towards the end of the stop. 
These percentages also show the retard- 
ing effect of the brakes in lbs. per i oo lbs. of total weight of train. 
The more satisfactory basis of comparison, however, is in lbs. per lOO 
lbs. of load on braked teheeli, which will appear in the tabular 
records. 

The vertical lines of the diagram show distances of lOO ft., starting 
from the begging of the stop, and hence leaving a fractional distance 
at the end. The horizontal lines are for speeds of 5, 10, 1 5, 20, and 
zj miles per hour. They are not spaced equally, however, but ac- 
cording to the energy represented by that velocity. A trmn moving at 
zo miles per hour has four rimes as much stored energy or momentum 
to be destroyed by the brakes aa one moving at 10 miles per hour, and 
diat again as one moving al i; miles per hour. Consequently, the 
5-mile line is very close to the zero base line, and the others are at 
increasing intervals apart. 

The diagram was constructed thus : The dynamometer paper being 
moved al 2 ft. per mile, and check-marks being electrically recorded on 
it at 5-second intervals, a scale of 30 parts per inch reads off the speed 
in miles per hour during that j seconds. When the speed is decreas- 
ing during a stop these marks come closer and closer together on the 
paper. The space between each was read, a perpendicular erected in 
the middle of each space, and the energy corresponding to that speed 
in vertical feet of potential lift laid off by a uniform arbitrary scale. 
The efficiency line was then passed through these points without correc- 
don. In a few cases where corrections seemed needed they have been 
indicated by a dotted line, but the fiill line is the actual uncorrected 
record. 

Some irregularities of the diagram arc due to the effect of alack. 
There being several feet of slack in the train, and the record being that 
of the front car, a sudden increase of driver-brake efficiency could check 
back the front cars and cause a great apparent retardatiMi, which would 
be lost in the next 5 seconds by the whole train crowding upon it when 
the slack came all out. 

^■"»git 
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At the beginning of the trials your BRAKE TRIALS 

Committee viewed, with some dismay, 

from the number of competitors with trains, the long series of tests 
each expected to go through and the prolonged work that would 
necessarily follow. At an early day, however, it became evident that 
few, if any, of those who had participated in the jomt meetings at 
which the testa were framed, realized the perfection the brake problem 
must attain before any competitor could successiuUy go through a pro- 
gramme such aa had been mapped out. The result was a gradual 
dropping out of the weaker contestants, as they were called upon CO 
perform the more severe competitions. These Mures materially short- 
ened the contest. 

The Role Brake Company, in some preliminary work before the 
trials commenced, developed such complete lack of braking power that 
an extension of time was asked in which to remodel the mechanism. 
This was readily granted. On the i7Ch and i8th days, towards the 
end of the contest, one run each was made over the course with a 25 
mixed car train, emergency stopa. The complete failure of the brake 
in making any record is shown in tables series B and C of 1 886, plates 
III. and IV,, stop numbers 1751 to 1754, and 1831 to 1834, The 
Widdifield & Button friction buffer brake early in the contest developed 
an entirely unlooked for feature, in making its quick stop record, which, 
perhaps, surprised no ore more than it did the inventor of the brake. 
In making stopa with z5-car trains, and brakes on all cars, a succession 
of violent shocks was produced in the rear. The brakes were very sen- 
sitive, and the very fact of the retardation due to their going on also 
served to pull them off"; the released cars, as soon aa they exhauated 
their slack, buffed against the engine, which action at once reapphed 
the brakes, to be almost as quickly released again, and soon in alternate 
succession until the linal stop was made. A readjustment of the brake 
was asked for and allowed, which decreased the number of shocks in the 
rear, but at a sacrifice in the length of stop. The succession of shocks, 
however, though in a diminished form, was still so apparent that it was 
not considered prudent to attempt any stop with brakes on 50 cars, and 
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BURLINGTON the Widdiiield & Button stops were in 

BRAKE TRIALS consequence confined to nins with trains 

having automatic brakes on 25 and 30 

cars only. Unfortunately there is no slideometer record of these earlier 

tests ; the necessity for such a device did not force itself on those in 

charge of the contest until the ninth day. 

The American Brake Company entered the trials in a very unpre- 
pared condition, and consequently under decided disadvantages. A few 
weeks prior to the contest their equipment, which had just been built 
and was ready for preparatory work, was completely destroyed by a 
fire at the shops of the builders. A new lot of cars was at once 
ordered, but not completed until after the contest had commenced. 
The American Company, therefore, was obliged to enter with practi- 
cally an unproved train. They, nevertheless, pluckily took their place 
in the contest, and after some adjustment succeeded in making a fair 
record in the trains with zj cars braked, as will be seen by the figures 
in plate III. They then entered the 50 empty car train, all cars 
braked, making one service and one emergency run over the course. 
Here it was clear the limit was reached. The additional cars de- 
velop the violent successive shocks of the Widdifield & Button train to 
such an extent that it was not deemed sale to make any stops with 
the 50 mixed or loaded trains, all cars braked. The down-grade run, 
however, with the jo mixed car train was tried, which, while unfort- 
unate for the brake company, shed a flood of light on the action of 
independent brakes that will be invaluable to railroad companies Gv 
years to come. 

Thus towards the close of the contest the only surviving competitors 
were the Eames and the Westinghouse, and even with these, such 
violent shocks were given in stops with all 50 cars braked that the 
Committee was obliged to amend its rules, and convert the 50 mized 
and loaded car stops into service stops ; that is to say, stops that an 
engineer would make in the ordinary handling of his train with a view 
to avoid any damage in the rear, rather than to make his shortest 
possible stop. It will be noted, therefore, in plate III., that in these 
stops the engineers were allowed to shut off steam 500 feet and 1,000 
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feet before reaching the stop-post, and BURLINGTON 

thus bunch the train before the stop signal BRAKE TRIALS 

was given, and even then gradual applica- 
tion was made in place of emergency. Had these precautions not 
been taken, a continuance of the shocks not only would have been 
exceedingly dangerous to those riding on the train but would soon have 
rendered all cars unfit for service. The explanation of the violence of 
the shock with the continuous brakes clearly is the same as in the inde- 
pendent brakes, viz., successive application from the engine. The 
intervals in 2; and shorter car trains had not been sufficient to fully 
bring this out. It was only when the jump was made to a 50-car train, 
together with the natural desire of each competitor for a record of the 
shortest stop, that successive applicadon assumed the shape of impracti- 
cability. This readily accounts for the 50-car trains, with only auto- 
matic brakes on the forward 29^ cars, in the shorter stops io closely 
equaling (in some cases surpassing) the emergency scops with brakes on 
the 50 cars, 
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At stops z, 3, and 4, where longer time was occupied in the stops, 
more brakes went on, and consequently shortened the stops to some 
extent. Perhaps a still better appreciation of this slowness of applica- 
tion may be had from an examination of the brake-beam stress diagrams. 
It will be observed from the reading of the diagram tha^ i^,^^a^dDg- 
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house stop No. 161 1, Fig. 98, page zzS, 
a close-coupled 50 empty car train, speed 
zz miles, dbtance 418 feet {corrected to 
zo miles, 34; feet), no force whatever was exerted against the wheels 
of the z 5 th car until nearly 1 3 seconds out of a total of 1 8 had elapsed 
and 364 feet of the stop had been made. In a corresponding Eames 
stop. No. 5ZI, Fig, 96, page zz6, speed Z2,4 miles, distance 437 feet 
(corrected to zo miles, 348 feet), the first application is compara- 
tively much better, viz. ; 8 seconds out of a total of 19, and, at a 
travel of 250 feel, this great advantage, unfortunately for the Eames 
ompany, is completely lost by the exceedingly slow development of 
power, which is well brought out by these middle-car diagrams. A 
glance down plates VIII. and IX. at the 1887 diagrams will show 
how folly the competitors realized the imperfections in their 1886 
mechanism. 

Slack and Close Coupled Train. 

As pertaining to the question of shock in successive application of 
brakes, it was apparent the amount of slack in each train would have 
considerable influence in increasing the violence of any shock. The 
Committee determined to ascertain to what extent this influence might be 
reduced, by eliminating as much of the loose slack as was practicable. 
We quote the test as reported in the Railroad Gazette of August 6, 
1886. 

"The Weatinghouse train of Burlington U Quincy cars, from which 
the severest shocks have been received and which likewise had the most 
slack, was selected for the test. For the test a lot of 3 in. scrap arch- 
bars were cut up into pieces about iz in. long, punched and riveted 
together near the centers, making a very snug fit in the links. No 
trouble was experienced fi'om th«r jumping out, and they took out 3 in. 
of 3}i full slack. The result was certainly very dedsive and convinc- 
ing. 

"The train was made up of 49 empty cars, or within one of the 
same number as had been used in the earlier empty cars emergency runs. 
While the stops were on an average quite as good as the previous 
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emergency stops, the shocks were of 
the following mild and gentle de- 
scription : 

"Test No. 1600, Westinghouse, 49 empty car train, emergency Mops, 
close couplings — 

S[Ktd. Diiunct. Timi. Imput Oiugt. 

Stop No. 1611. . .11 418 t«i. iS Kcondt. iS^ inchei. 

do. 1611. . . 39X 9S9 <''>■ ^VA ^- 'Sji' <!<'■ 

do. 1613. . .16 513 do. iy'yi do, igj^ do. 

do. 1614, . ,43 i,io6 in. i; do. 11^ do. 

"A zo-ineh bump will throw a car-load of stock toward one end 
of the car In very energetic fashion, but is a very different afiair from a 
i20-in. bump, at which figure the Westinghouse loose- coupling shocks 
were estimated. 

"The amount of slack in the Chicago, Burlington k Quincy cars 
may be estimated for each train about as follows : 

slack. 

In link 3^ in- 

From bending of pins and occasional slack springs in draw- 
bars ^ in. 

In springs, z*^ in., total motion in I ;,ooo-lb. springs, all of 
which (and considerably more, if there were more) is, 
beyond question, used up in every shock, but with a 
diminution of the force of the blow, so that the ^'/^ 
in. of spring slack may be esdmated as the equivalent 
in free slack of .... 



Total free alack or equivalent 6j^ ii 

Of which there was taken up by the blocks 3 ir 

Leaving in close coupled train, per car . . , 3j^ ii 
Or nearly as may be half as much free slack, with the result that, 
with a JO empty car train ; 
6yi in. of free slack, 27 ft. in the train, pve an impact at 

the rear of (estimated) . . . .■ izo 

3^ in, of free slack, 141^ ft. in the train, give an impact 

in the rear of zo 

^■"»git 
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A more convincing demoostraticiii that 
slack added to the intensity of shocks in 
trains making stops or in passing over hog- 



backs and dips of undulating road-beds could hardly be made. 



Concluiienj. 

The results of these 1 886 tests were disappointing. None of the 
competitors did satisfactory work, owing to the violent shocks produced 
in stopping. Slack in long trains controlled with power brakes, applied 
successively from die engine, assumed at once a most prominent part in 
this and doubtless all future contests. The expected delays in chaining 
and releasing continuous brakes was shown to be of no moment, and 
while the objections of successive application was developed to an extent 
calling lor the most serious consideration, there clearly was a friture for 
continuous brakes in more instantaneous application which their inde- 
pendent competitors could never hope for. Few now will be found 
spending their ener^es on the Buffer type of brake. No clearer evidence 
of its impracticability can be given than the &ct that successive appli- 
cation is one of its indispensable features, and the gradual withdrawal of 
this type of brake from the attention of the railroads in this country 
dated from the Master Car Builders' contest of 1886. 



Abandonment of Endurance Test. 

The Committee's work as laid out had in contemplation an endur- 
ance test of nine months' regular service. The contest, however, had 
developed so many points where improvements might be made, that at 
a meeting held in New York in the month of September, following the 
1 886 contest, it was decided to abandon the endurance test and its 
restrictions. 
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GENERAL TESTS, MAY, 1887. 

(1.) 50 empty cir train over the course prescribed, making four 
emergency slops : 

No. I stop, on level, zo miles per hour. 

No. 2 stop, on level, 40 miles per hour. 

No. 3 stop, S3 ft. grade, 10 miles per hour. 

No. 4 stop, 53 ft. grade, 40 miles per hour. 

(z.) JO milled car train, ^ of the cars to be loaded to their fiill 
capacity, and ^ to be empty ; 7 5 per cent, of the latter to be in the 
front half of the train ; four emergency stops : 

No. I Slop, on level, zo miles per hour. 

No. z stop, on level, 30 miles per hour. 

No. 3 stop, 53 ft. grade, 20 miles per hour. 

No. 4 stop, 53ft. grade, 30 miles per hour. 

(3.) ^o mixed car trun, with hand brakes and en^e, and tender 
automatic brakes ; four emergency stops ; 

No. I stop, on level, 20 miles per hour. 

No. 2 stop, on level, 30 miles per hour. 

No. 3 stop, S3 ft. grade, zo miles per hour. 

No. 4 stop, S3 ft. grade, 30 miles per hour. 

(4.) The so mixed car trwn to be let down a grade of S3 feet per 
mile, 3 miles long. Speed of zo miles per hour at the top of the grade, 
to be reduced to 1 5 miles per hour as soon as practicable, and main- 
tained without material variation all the way down the grade. 

(5.) ;o mixed car train once over the course. Brake shoes to 
have a slack of fi'om J^ inch to ^ inch each ; four emergency 

No. I, on level, 20 miles per hour. 
No. X, on level, 30 miles per hours. 
No. 3, 53 ft. grade, 20 miles per hour. 
No. 4, S3 ft. grade, 30 miles per hour. 

(6.) so empty car train, engines brakes only to be used ; 1 slop, 
on level, zo miles per hour, 

(7.) Engine tests ; engine and dynamometer car; 2 stops on level 
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and 40 miles per hour, and 



(8.) 50 empty car ci 



2 stops on 53 ft. grade 

miles per hour. 

hand brake stop, with engine and 
the course prescribed, making 4 emergen- 






ider 



cy stops : 

No. 1 stop, on level, zo miles per hour. 
No, z stop, on level, 40 miles per hour. 
No. J stop, 53 ft. grade, 2o miles per hour. 
No. 4 stop, 5 3 ft. grade, 40 miles per hour. 

Special Tests. 

(9.) $0 mixed car train ; tests to be made on level. Trains 10 be 
broken in two or more unequal parts. After trains are broken any as- 
sbtance necessary shall be rendered by the brakeman, who will be rid- 
ing on the rear of the train or on the engine when the breakaway occurs : 

No. 1 breakaway, on level, zo miles per hour. 

No. z breakaway, on level, 30 miles per hour. 

(10.) 50 empty car train ; train resistance test : 

No. I. To pass No. 1 stop-post at zo miles per hour, letting (he 
train drift till it stops, no brakes being applied. 

No. 2. To pass No. 3 stop-post at ; miles per hour, letting the 
train drift until No. 4 post is reached, at which point the accelerated 
speed shall be recorded and the train stopped. 

The same arrangement of dynamo meter- car and middle-car record- 
ing apparatus to be used as in the first trials. 

May, 1887, Brake Tests. 

The May, 1887, tests were made over the same course as in 1886, 
and with practically the same recording apparatus and detailed rules, 
with a few modifications suggested by the tests of last year. The 
Committee were again indebted to the following corps of assistants, and 
the raihoad companies they represented, for valuable aid during the 
contest : 

Assistants on Engine — R. W. Bailey, Assistant Engineer of Tests, 
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p., C. & St. L. R'y Co. ; S. P. Bush, 
Mechanical Engineer's office. P., C, & 
St. L. R'y Co.; W. C. Squire, Test 
Department, C, B. k. Q. R. R. Co. 

Assistants in Dynamometer Cab — F. W, Sargent, Engineer of 
Tests, C, B. & Q. R. R. Co. ; W. W, Nichols, Assistant Enpneer 
of Tests, C. B. & Q. R. R. Co. ; E. P. Lord, Penn. R. R. Co. 

Assistants IN Middle Car — Wm. Forsyth, Mechanical Engineer.C, 

B. & Q. R. R. Co. ; H. Guels, Mechanical Engineer, American Brake 
Co. ; W. H. Peirce, Mechanical Engineer's office, C, B. & Q. R. R. Co. 

Assistants in Wav Car — R. Ryan, Mechanical Engineer's office, 

C, B. U Q. R. R. Co. ; E. W. Penfield, Test Department, C, B. 
& Q. R. R. Co. ; A. H. Bowman, Electrician, Lehigh Valley R, R. 
Co. ; W. Nettleton, Superintendent of Brakes, Kansas City, Fort 
Scott & Gulf R. R. Co. 

At the May, 1887, tests five companies were represented. 

The Westinghouse Air Brake, Pittsburg, Pennsylvania, 

The Eames Vacuum, Boston, Massachusetts. 

The Hanscom Air Brake, San Francisco, Cahfbrnia, 

The Carpenter Automatic Electro Air Brake, 1 5 Gold Street, New 
York, N. Y. 

The Card Electric Brake, Cincinnau, Ohio. 

It will be observed that only the continuous type of brake entered 
this year's contest. The 1886 tests had shown clearly that quick 
application on long trains was the only method of avoiding the shock at 
the rear of the train. Special attention had been given this by the 
competitors ; even the Westinghouse and the Eames companies coming 
in 1 887 with elearic appliances adapted to their brakes, through which 
they could obtain instantaneous application. It is a well -recognized 
fact that there is no mechanical difficulty in getting any amount of brak- 
ing power on a car ; the difficulty has been in getting a quick applica- 

Westinghouse Brake. 
The Westinghouse Company used 50 Pennsylvania Railroad standard 
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the Janney coupler. The brakes were 
Acted this year with the quick-action triple 
valve. The first sharp redaction of ar 
put the triple valve nearest the engine into action, and the air it drew from 
the trainpipe started the next triple, and so on throughout the entire train. 
^8*- 7'> 7^' ""^ 73 represent sections and plan of this triple 
valve; Fig. 7z is a different section of the lower part of Fig. 71. In 
working the ordinary triple valve of the Westinghouse automatic air 
brake, air passed in through the trainpipe by the openings a, i, c. 
Fig, 71, into the drain-cup A, from whence it went up through holes r. 
Fig. 72, into the chamber B, Fig. 71, pushed up the piston 5 and the 
slide valve 6 connected with the piston. This was the normal powtion 
of the apparatus when the train was running. The piston and slide 
valve attached being up, the brake-cylinder was open to the atmos- 
phere by means of the passages and ports d, e, f, p, q. To apply the 
brake, air was permitted to escape from the trainpipe, which reduced the 
pressure at B, when the higher pressure in the auxiliary reservoir pushed 
down the piston 5, carrying with it the slide valve 6, thereby putting 
the aujiiliary reservoir, by means of the port /, open to the brake cylin- 
der. The degree of opening, and hence the quickness of application, 
was in direct proportion to the reduction of pressure made in the 
trainpipe. 

The new triple valve worked precisely the same way as the old one 
when a light reduction of air was made in the trdnpipe. Bui when a 
quick atop was wanted sufficient air was exhausted at first to make piston 
5 push down vaive 1 1; far enough to open the port j. Fig. 71, when the 
air from the trainpipe rushed up through a suitable passage x. Figs. 72 
and 73, into the brake-cylinder. When the air in the brake-cylinder 
and in the trainpipe came to have the same pressure, the valve 1 6 closed 
automatically, and prevented the air from the auxiliary reservoir from 
passing into the trainpipe. At the instant the descent of the piston 5 
moved the valve i ; and opened the port j for the air in the trainpipe to 
pass into the brake-cylinder, the port m on the slide valve 6, put the 
auxiliary reservoir in communication with the brake-cylinder also. 
When the enmeer made the reduction of pressure necessary to start 
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the operarion which lei the air froni the 
trainpipe pasa into the brake-cylinder, he 
immediately put the handle of his valve 
on lap, to prevent the passage of air from the main reservoir Into the 
trainpipe. By the new arrangements the greater portion of the air in 
the trainpipe was utilized to operate the brake, by flowing into the 
brake-cylinder, instead of bring exhausted into the atmosphere. The 
first sharp reduction of air put the triple valve nearest the engine into 
action, and the air it drew from the trainpipe started the next triple, and 
so on it went throughout a train of 50 cars or more. Application to 
the whole train of ;o cars was made in about 6 seconds, compared 
with 1 7 seconds required with the common triple. 

The electrical device used is explained in the sub-committee's report. 
It consisted of a valve which, by the passage of an electric current, let 
the air in the trainpipe escape into the atmosphere. Ii was not 
intended to use this valve on every car, but in some three or four points 
on a long train, lis practical effect was, instead of allowing the air to 
escape from the trainpipe only at the engineer's valve, it escaped at 
four points on the train. 

Enmei Vacuum Brake. 

The Eames Vacuum Brake Company had ;o cars of 40,000 lbs. 
capacity built to the Chicago, Burlington & Quincy standard for the 
brake company in Chicago, They had also undergone important 
changes during the past year, which have greatly increased the brake's 
efficiency. The diaphragms and auxiliary reservoirs had been enlarged. 
The main improvements, however, were in the ejector, the valve, its 
electric attachment, and the leverage. The leverage was arranged with a 
floating fiilcrum, the effect of which was to increase the power with the 
travel of the diaphragm. The brake shoes being hung trom the car 
body, their distance fivDm the wheels, and consequently the stroke of the 
diaphragm, was increased when the car was loaded, and the effect of the 
floating ftilcrum was to increase the leverage when the car was loaded. 

The description of the Eames automatic brakes as used in 1886 ap- 
plies to that used in 1887, with the following improvements : 

1st, An electrical attachment. Fig. 74, which would apply, release 

^■>H.glt 
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2d, A floating fulcrum lever for varying 
the pressure on the brake shoes. Fig, 75. 

It has been explained that the valve was operated by the admission of 
air to, or the exhaustion of air from, the chamber outside of diaphragm 




F. This admission and exhaust was made through the ejector and train- 
pipe. As the flow of air requires an appreciable time, it follows that 
the brakes on long trains cannot be applied insiandy and simultaneously. 
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the stroke, the fulcrum of the lever was at 
I, while the link D was merely a guide. In the latter part of the stroke, 
the fiilcrum was at G' and the link C was merely a guide. At inter- 
mediate points the fulcrum was at some point between I and G'. Hence, 
in taking up the slack the brake-rod moved much faster than the dia- 
phragm, and but little force was expanded ; while, when the blocks 
reached the wheels, the stress had increased very much. The spaces 
between the numbers in the path K — K' indicate the variation in force, 
which is inversely as the distance traveled. When the cars were empty 
the brakes got home at about the point marked 3. When the cars were 
loaded the brakes got home at about 6, at which point the stress on the 
brake-rod was about double the stress on the empty car. The cars used 
in the test weighed 24,000 lbs. empty. Assuming that 70 per cent, of 
the weight on the wheels was the greatest pressure that could be used 
without skidding the wheels, 16,800 lbs. would be the limit of pressure 
that could have been used on the empty car. When loaded, the springs 
were compressed half an inch. This caused a variation in the slack of J^ 
in. The brake-levers were 5 to i , and the travel of the pull-rod I O to 
I ; therefore a variation of 1/ in. in the slack made a variation of 2 ^ 
in. in the distance the pull-rod traveled to bring the blocks home. The 
variation of z^ in. in the travel of the pull-rod brought the lever to a 
poMtion where the stress would be about double, or 33,600 lbs. on a 
loaded car. This result was obtained by inserting the floating ftilcrum 
lever in the pull-rod. The proportion of the pans could be arranged to 
suit any desired variation, or to take up the slack with a slight expenditure 
of force and then m^ntain a uniform pull to the end of the stroke. 

Carpenter Braie. 
The Carpenter automatic electro air brake was fitted to an llUnoU 
Central engine and 50-car train, each of +0,000 lbs, capacity, and 
averaging z7>35i lbs. light weight. It consisted of an air pump, main 
reservotf, etc., on the engine, and a brake -cylinder and auxiliary reser- 
voir underneath each car. The trainpipe was always in direct communi- 
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brake could be applied by letting air out of BRAKE TRIALS 

Che tTMnpipe, but it could not be released 

by sending air into the trainpipe. The brake could also be applied or 
graduated by an electric current which 
operated an electric valve on each cylin- 
der. Another electric valve was used 
to release the brake. 

Fig. 76 shows the general arrange- 
ment for an engine and tender. An 
air-pump placed in any convenient posi- 
tion on [he engine compressed the air 
into the main reservoir ; from thence it 
passed through the engineer's brake- valve 
to the lender, and from there on to the 
rest of the train in the usual way. The 
detail of the brake apparams used on the 
tender was the same as that used lor the 
^ cars. The detail of the driving-wheel 
. brake apparatus, being so similar to that 
J in common use, needs no further de- 
scription. The automatic valve for oper- 
ating the same was placed for conve- 
nience under the engineer's cab. A small 
secondary battery, containing from six 
to eight cells having one ground con- 
nection and one connection to the engi- 
neer's brake valve, conveniently located 
on the engine, ftirnished the electro- 
motive force for working the valves 
throughout the train. The handle of 
the engineer's brake valves having a 
detachable connection with the plug or 
slide valve thereof, could be turned to 
make the electrical connection beuran 
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the Wesdnghouae coupling, possessed the 
imponant advantage of being perfectly 
inietchangeable with it, so that cars 
equipped with the two different brakes could be coupled together, and as 
the valves were capable of being operated either by air or electrically, it 
was evident that the two brakes could interchange without difficulty. It 
will be seen that in this coupling the electrical connections were entirely 
within the hose, thai the circuit was completed by simply joining the air 
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couplings, and that a hose could be readily replaced, no separate joints 
having to be made for the electrical wires, 

, Hamcom Brake. 
The Hanscom brake consisted of an air-pump 
engineer's brake valve for the distribution of air. 






for compressing air ; an 
two lines of crainpipes 



valve 



and a brake-cylinder under ea 
for setting the brake automatically in case the train breaks b two. The 
brake-cylinders were made longer than the stroke of the piston, so that 
sufficient air remained in one end to apply the brakes in case of a train 
breaking in two. 

^■""gi'-' 
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The engineer's brake vaJve P (see 

Fig. 83) was so constructed that when it 

was in its mid position, which it occupied 

when the triun was running, the air from the pump flowed freely through 

jt into bolh trainpipes and into both ends of the brake-cylinder, so that 
the pressure on both sides of the 
piston was equal. By moving this 
valve either to the right or left, the 
wr could be released from either 
end of the brake -cylinder, while 
die opposite end was in direct 
communication with the air-pump, 
ngh uid the pressure on that side of the 
pbton could be increased to the 
extent of the boiler pressure and 
proportions of the steam and air 
ma> aw cylinders of the pump. Theauto- 

madc valve F was attached to the 

rear end of the brake-cylmder, and allowed the air to flow freely 

into the brake-cylinder, but its outflow was retarded by the small valve, 

which was kept to its seal by a 

spring. This spring was adjusted 

to any pressure which it was de- 
sired to retain in this end of the 

cylinder, so ihat in the evert of an 

acddent and the train breaking in 

two, a sufficient pressure was 

maintained in this end of the 

cylinder to set the brakes and 

stop the train. The trainpipe 

E had no valve between it and 

the brake-cylinder, so that the air 

had free ingress and egress. N 

is the air-pump ; D and E trainpipes ; other parts show their fimccions 
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Card Brake. 
The Card was purely an electric brake, 
applied 10 50 Cincinnati, Hamilton & 
Dayton cars of 50,000 lbs. capacity, and averaging 16,000 lbs. 
light weight. It is fUlly described in the subcommittee's report. 
The passage of an electric current caused two drums imder each car to 
grip one another. One drum was constantly revolvbg, being driven 
by a chain Irom the axle, and the brake-chain was attached 10 the other 
drum, consequently, when the latter drum was made to revolve, it wound 
up the brake-chain and applied the brake. This brake required some 
special arrangement on the last car of the train, an obvious objection 




CiupeDter Brsbe Hose ConpUngs. 

during the introduction of the brake on any road, and in this respect 
differed from the other brakes. 

Report of Electric Appliances. 

The following is the report of the subcommittee appointed to report 
on the various electric appliances, and composed of — 

Mr. A. H. Bowman, Electrician, Lehigh Valley Railroad. 

^■"»aii-- 
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Mr, E, M. Here, Acting Superin- 
tendent Telegraph, Chicago, Burlington 
& Quinc)' Railroad. 
Mr. O, E. Stewart, formerly Superintendent Telegraph, Chicago, 
Burlington & Quincy Railroad, now Superintendent of the East Iowa 
Divi^on of the Chicago, Burlington & Quincy Railroad. 

Burlington, Iowa, May 2;, 1887. 
Mr. Godfrey W. Rhodes, Chairman M. C. B. Brake Committee : 

In pursuance with the Committee's instructions in letter of May 1 9, 
we have made an investigation of the electrical appliances used by the 
Eames, Carpenter, Westinghouse, and Card brake companies in the 
1837 brake test, and respectfully submit the following report : 

As 'to the use made of electricity we find the brakes represented 
naturally divide themselves into two classes, one in which electricity 
is entirely depended upon for the proper operation of the braking 
mechanism, the order in which it is used as an auxiliary or addition to 
a braking device complete in itself. 

In the first class are found the Carpenter Electro Air Brake and the 
Card Electric Brake, 

In the second, the Wesunghouse Automatic Air Brake and the Eames 
Automatic Vacuum Brake, 

All the above are arranged on the open circuit system, with the ex- 
ception of the Card, in which the circuit is closed, but the two batter- 
ies, one on the engine and one in the rear car, are so opposed to each 
other that in the normal condition no current passes through the train. 
In the open circuit system it is to be understood that unless the brakes 
are either being applied or released no cureent is passing or being 
supplied by the batteries or other electro-generating devices. This b 
also practically true in the closed circuit system employed by the Card 
Brake Co. 

Taking up in order the four brakes examined, we have, first, the 
Carpenter Electro Air Brake, The electrical appliances used by this 
brake company consist of a secondary " Julien" battery of eight cells, 
carried in a boi upon the left-hand side of the engine securely fiuteoed 



''"•■" Air Brake Tests V^^ 

to the frame and guide yoke, and two sya- BURLINGTON 
terns of electro-magnets connected in mul- BRAKE TRIALS 
tiple are upon the three-wire system, one 

set of magnets operating the admission, the other the release valves. They 
also exhibited a magneto machine, by means of which the brakes could be 
operated by the engineer independently of the battery. This machine 
was not properly adjusted for the work to be done on these tests, and was 
therefore not used. The brake and release valves referred to above are 
shown in section on drawing No. 892 of the Carpenter catalogue 
(Figs. 80 and 81 herewith), in which a fiill description of the brake 
mechanism is g^ven. Fig. 84 illustrates the manner m which the elec- 
tric apparatus mentioned above Is connected in this brake system. 

In this diagram, B' represents the battery ; H the handle of the 
engineer's valve, which closes the circuit A-X by being moved into 
contact with point A or B Z, by being moved into contact with point 
B. In the first case, the current would be caused to flow through the 
magnets M, M', M^, etc., returning by the common return wire C-Y 
operating the admission valves and applying the brake. In the second 
case, the flow would be through magnets Mj.M^.Mj, etc., returning 
over the same wire C-Y, and operating in like manner the release valves. 
The connections between the wires on different cars are made automati- 
cally in coupling the brake hose by means of contact pieces in the hose 
coupling, as shown in Fig. 82. These pieces are held in firm contact 
by a powerfiil spring, and are well rubbed, in coupling, making a clean, 
firm contact. The wires are run under the bottom of the cars and 
through the hose to the couplings. 

The resistance of each electro-magnate was found to be 200 ohms, 
making for a ;o-car train when connected as shown a total 
of 4 ohms. It is worthy of note that, with a battery of 
electro -motive force, the resistance being increased inversely as the 
number of cars in the train, a constant cunent strength b maintained 
through each magnet regardless of the number of cars, making no 
adjustment necessary for different lengths of train. 

With this arrangement of battery and resistance, considerable current 
U used while the circuit is closed, but as this only takes place while the 

^■>H.glt 
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pressure ia eidier being increased or de- 
creased in die brake-cj'linder, it amounts 
to but a small consumption of battery, 
i. Calculations show that with a 50-car 
train the braking force could be increased or decreased continuously for 
about 17 hours before the strength of the battery would be destroyed, 
and a proportionately longer period for a shorter train. From the way 
in which the circuit b run it is easily seen that, should an accident 
happen to any of the wires, causing thrir rupture at any point, the 



1 number of si 
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brakes between such point and the enpne would be unaffected thereby, 
while those on the other section would, of course, be inoperative. This 
feature would enable the brakes on the forward section to be released by 
the engmeer in case of an accidental break in two. 

We found the conducting wires used lairly well insulated throughout 
their length except at points where connection was made between wires 
to valves and the main conductors. No attempt at insulating of these 
joints is made. Perfect insulation is of great importance in this sys- 
tem, for, should a cross occur between the two conductors, instead 
of the brakes being applied when an attempt was made to do so, the 
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release, as well as the admission valves, 
would be open, and should the current be 
niiuntained, the auxiliary reservoir, train- 
pipe, and main reservoir would all be completely bled. Should either wire 
come in contact with any merallic connecdon, either with the irainpipe 
or any of the braking apparatus, or any pan of the car, forming metallic 
connection with the track, the rcaull v^ould be that either the admission 
valves would cease to operate by electricity and the brakes could not be 
set thereby, or, being set, they could not be released, depending upon 
which wire was touched or grounded. 

Rain, sleet, or snow would work very much to the dbadvaniagc of 
the electric appliances of this brake if the conducting wires are not well 
and completely insulated. It Is, perhaps, tiiir to say that this brake can 
be applied by allowing air to escape from the engineer's valve in case 
the current fails, but cannot be released except by electricity. 

In regards to details, we found the electric appliances admirably de- 
signed and well worked out, giving, in our opinion, under ordinary cir- 
cumstances, a good and reliable arrangement. The magnets and arm- 
atures are bclosed in the cast-iron cap on top of the valve, but are not 
within the compressed air chamber. They are separated from the rest 
of the valve by a heavy brass plate serving to protect the armatures 
from the magnetic influences of the other iron parts of the valve. 

The amount of current used on a 50-car train is about j amperes, 
with an electric motive force of 16 volts, the resbtance of the circuit 
being about 5J^ or 6 ohms. Fusible safety plugs arc inserted in the 
circuit next the battery to prevent the possiblity of the magnets being 
burned. 

The next in order is the Card Electric Brake. 

This company uses two secondary batteries of a form devised by the 
inventor, Mr. Card, consisting of 1 5 cells each, one situated under the 
engineer's seat on the engine, the other on the rear car of the train, so 
connected as to oppose each other in such a way that no current passes 
under normal conditions. Also a system of three electro-magnets for 
each brake connected in muldple series together with an automatic 
rheostat current indicator and arraneement for cutting in and out as 
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many cells as is desired Co give the re- 
quired braking force, all as shown in the 
diagram. Fig. 85, page 188. 
, M, M', M*, etc., the systems of elec- 
■magnets, one for each brake, connected as shown ; R and R' the 
rheostats, arranged in such a way that, should the train part 
at any point, the couplings for the ivires being so arranged as to close 
the circuit on each section, thus cutting ofF part of the resistance before 
in circuit, an equal resistance would be automatically inserted at the 
rheostat. This maintains the current at a constant strength, no matter 
how many or how few cars are broken off. The brake is applied while 
running, by dther the conductor or engineer moving the handle H or 
H', and thus cutting in or out some of the cells, destroying the balance 
and causing the current to flow through the magnets M, M^, etc., the 
amount of flow, and consequent severity of application of the brakes, 
being regulated by the number of sections over which the handle H or 
H"- is moved. The resistance of each magnet is low, being one ohm, 
makuig the resistance of the three used in each car yi ohm, when 



e of each car, includ 
a total of 25 ohms for a 50-car 
;nt is required for the full appli 
ecessary for a partial applicario 
■a while the brakes are in operation, 
I to apply the brakes but it must be m 
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connected as shown. The ti 

ducting vrires, is J^ ohm, or 

Although considerable curri 
the brakes, only part of it is r 
current is passing in this syste; 
not only must the current pas: 
tained to keep them on. 

Calculation shows that, with the battery used of a capacity of 10 am- 
pere hours, 10 hours of the maximum application of the brake could 
be obtained before the battery is exhausted, and, of course, a propor- 
tionately longer period for gentler applications. 

The conducting wires used by this brake company are not insulated, 
excepting where they are fastened to the body of the car, and consist 
of galvanized iron wire cables, J^ in. thick. The eouplbgs are ar- 
ranged to complete the circuit through one wire by a sliding contact 
piece in the center, the return current passing through the outside casing 
of the couplings. They are designed to pull apart at the couplings under 
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all cireumsiance, for, should the hose and 
contained wires be ruptured, the brakes on 
neither section could be applied. 

The effect of a cross between the conducting wires here would be to 
apply the brakes Oiroughout the train, and, as no etFort has been made 
to insulate the conducting wires, this ia an accident which, in our opin- 
ion, is extreraely likely to happen either from the direct contact, or by 
rain, snow, sleet, or other causes. The automatic rheostat is also a del- 
icate piece of mechanism liable to get out of order, with the possible re- 
sult of burning out some oi the magnets, rendering the brake inopera- 
tive. The principle on which this brake is gotten up is admirable, but 
the mechanism employed somewhat complicated for train service. 

In the second division, we have, lirst, the Westinghouse Automatic 
Air Brake. 

The electric device used by this company consuls essentially of a 
valve inserted in the trainpipe, operated by means of compressed air, 
which raises a piston normally in equilibrium when its balance is de- 
stroyed, by blowing off a chamber above it, by means of a small valve 
raised from its seat by the armature of an electro magnet. The current 
which energizes this magnet is produced by 6 Le Clanche cells, situated 
in the box under the engineer's seat. The current is passed through 
a copper wire insulated with rubber insulation, and run through the 
trainpipe, the return being through the metal of the pipe itself. The 
wire is connected automatically in coupling the air-hosc, by means of 
contact pieces in the center of the coupling, giving a firm contact with 
a shght rubbing between the surfeces. The magnets used are wound 
to a resistance of z ohms each, and but three being used in these tests, 
the total resistance, about Jj^ ohms for the magnets, and about i. ohms 
for conducting wire, is j J^ ohms. The battery used would suffice for 
a long time, as the wires are so connected to the engineer's valve that 
no electricity would be used, except for emergency stops. 

The wires are carefully insulated, and, being inclosed m the train- 
pipe, are well protected from the effects of the weather. Should a 
metallic contact occur between the wire and the pipe, however, the re- 
sult would simply be to render inoperative the electric valves which, as 
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BRAKE TRIALS jj^^^ mechanism. The electric features 

of this brake are well worked out, and, 
in our opinion, give a reliable and practical apparatus. 

The electric appliances to the Eames Automatic Vacuum Brake arc 
also auxiliary to the vacuum mechanism itself. It consists essentiall)' of 
an electro- magnet inclosed in a cast-iron cap or chamber, which can be 
put in communication either with the vacuum of the main valve and 
auxiliary reservoir or with the atmosphere, according as the circuit a 
made or broken, as explained on page 24 of the Eames catalogue. 
Also a metallic circuit composed of a single conducting wire and the 
magnets connected as shown in heavy black lines, plate V, the return 
being through the rails of the track. 

The current b supplied by a small dynamo having an armature 9 in. 
long and 3 in. in diameter ; this dynamo has no governor, and is en- 
' lirely beyond control, and varies greatly in speed. The magnets, as is 
seen, are connected in series, makbg the total resistance equal to the 
sum of the resistances of the conducting wire and all the magnets, ne- 
cessitating a very low resistance in the latter ^ ohm each, and a cur- 
rent of considerable strength to overcome the entire resistance, which a 
for a 50-car train about 30 ohms. 

The conducting wire is fairly well insulated, and, being run through 
the trainpipe, is well protected, except where it is connected to the 
spiral wire through the hose. The eSect of any metallic contact be- 
tween the conducting wire and the parts of the car in metallic connec- 
tion with the track would be, as 6r as the electrical attachment is con- 
cerned, to cut out all brakes between this point of such contact and the 
rear of the train. If the conducting wire be broken or detached, in 
any way causing a break in the circuit, the entire electric apparams &ils. 

No effort was made to protect the armatures from the effect of close 
proximity of iron in the other parts of the valve, and in several ways 
the details of the electric attachments might be improved. The use of 
the track as a return is to be deprecated on account of interruption to 
the current in case of insulated track sections put in block signal systems, 
drawbridges, etc. 

^■>H.glt 
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It seems to us the whole question of the 
appUcation of electricity to railroad braking 
resolves iiselfin to three important questions: 

First, can a valve mechanism be made operative by electricity which 
shall be permanent and practicable for railroad service, not having parts 
r of too fine adjustment ? We think it can. The valve 
s shown by Mr. Carpenter, the same which he used in 
these trials, is certainly not more delicate and complicated thaji that of 
the vi'ell-known Westinghouse triple valve. 

Secondly, can the electrical conductors for working these valves be 
so insulated and protected as to avoid short circuits and other injuries ? 
We think they can by running the wires inside of the air-pipes where 
they are as little liable to derangement and injury, and become as 
permanent and certain in their fimctions as any other feature of the 
brake mechanisms. In all the electric brakes shown the wires are laid 
inside the air-hose couplings, where they are fiiUy protected, and their 
connections are made from car to car easily and certainly, so that this 
important point is so far settled as to require no further explanation. 

The remaining point is the source of electro -motive force. 

Of the different means employed by the companies represented, the 
secondary battery appears the most reliable, giving a constant current 
al all times until discharged, recharging being a simple process which 
can be so methodically and practically arranged as not to interfere vvith 
the brake service nor add materially to the expense. 

If brakes worked by electricity are to come bio general use, it is 
probable that both battery and dynamo will gve way to the magneto 
generator, being a small machine, about 1 3 in. square, having an easily- 
turned crank which instantly develops the elearo-motive force required, 
so that a turn of the crank will actually apply or release the brake. 
One of these machines was shown us in operation upon an engine and 
tender brake. This apparatus may solve a most important point con- 
nected with the application of electricity to railroad brakes, inasmuch 
as it renders the apparatus on the locomotive independent of any spedal 
stations or round-houses, or any stated period when a battery, if used, 
would have to be recharged. 
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We believe, from what we have seen 
at the Burlington Brake Tests and Irom 
a close personal examinatioD of the several 
electrical arrangements for braking, thai electricity properly devised 
and managed may be ihade a valuable auxiliary to actuate power braltes 
on long trains, and their efficiency considerably increased thereby. 
A. H. Bowman, 
£. M. Herr, 
O. E, Stewart, 

Subcammittei. 
Record of 1887 Tests. 

The trials were opened May 9th, and continued without interrup- 
tion until May 28th or 29th. The Committee were singularly for- 
tunate in being able to go through a prolonged series of tests for a second 
time without any interference from rain or wind which could be claimed 
as having an influence on the stops. 

Tkt Resistance of Trains. 

The following figures give briefly the results of the No. 7 special 
tests made to determine the frictiona] reustances of the various trains. 
The trains were composed of 49 or 50 empty cars with dynamometer 
and way car, and American type engine and tender. The track and 
rails were in good condition and the wind light. 

Each train was tried once on a slightly descending tangent, and once 
on a curve, situated on an average descending grade of 506 ft. per mile, 
The resistance was ascertained on the tangent by running up to stop- 
post No. I, al about 20 miles per hour, and then shutting off atcam 
and allowing the train to run until it came to a standstill. 

The resistance on the combined grade and curve was ascertained by 
running the train up to stop-post No. 3 at a low speed (about 5 miles 
per hour), and then shutting off steam and allowing the train to run 
until stop-post No. 4 was reached ; the speeds at the moments of pass- 
ing each stop-post were careftilly noted. 

It will thus be seen that the resistances given below include not only 
the resistance of the cars, but of the engine running without ateam, 

^■"»git 
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This 19 probably greater per ton than that 
of the cars, bui the weight of the enpne 
(about 40 tons) is so insignificant in 
comparison with that of the cars (700 to 800 tons) that the influence 
of the engine in running without steam may be neglected, and the resist- 
ances ^ven may probably be taken to represent &irly the 
new empty cars. 



Tabu XVI. 





.„.. 


T....... 


c..™. 


put.™ of 


«... 


ii! 


s™«.. 


f.i 




fi 


ss 




II 




III. Cent. . . . 

C..B. &e. . . 

St, Jo. & St. L. 


E»mo .... 
H>n,coin . . . 


'5 




5.87 
6.11 

7-5' 


4 


■iX 
"X 

4 


S.71 
9.09 

1,^8 


* 


'JV 


'5 


7.90 


■'X 


" 









In making this average, the Hanscom results on the curve are 
excluded as they are not based on suHicient data to be trustworthy. The 
" mean speed" b the average of the squares of the speeds. 

The cars were new, and were tried empty. The Pennsylvania cars 
vfere lubricated with dope. The Eames cars when loaded, after these 
trials, gave trouble from hot boxes. The great resistance of the Hanscom 
train was caused by the brake shoes binding on the wheels. The brake 
shoes on the Eames train were also in some cases very close to the 
wheels and apparently affected the friction of the train on the curve. 
The brake shoes on the Westinghouse train were hung inside, all the 
others were hung outside the wheels. 

TTie trials on the curve were made between stop-posts Nos. 3 and 
4.. About half the total distance is on a 2 deg. 40 min. curve (2,149 
ft. radius), extending over nearly a quarter of a circle (80° 40' 10"), 
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The results given in similar trials of brake trains ov( 
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The Committee are indebted to Mr. A. M. Wellington for the 
alculations giving the results of the trials in iS36. 

suits for the two years agree fairly well. The average tliffer- 
p-een the resistances on the tangent and on the curve was 
, and 1.70 lbs. in 1887. One train of cars (Wesc- 
inghouse, 1886) gave a resistance of" only 4. 32 lbs. on the tangent, 
while another train (Hanscom, 1887) had a reastance of li.oo lbs, 
per ton on the tangent, or nearly three times that of the C, B. & Q. 
cars in the lighter running train. This difference was apparently prin- 
cipally due to the brake-shoes rubbing against the wheels, and was equal 
to a constant grade against the train of zo ft. per mile. In running 
from New York to Chicago, 1,000 miles, the extra resistance would 
be thus equivalent to surmounting an elevation of 20,000 ft,, or more 
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than ihe height of the highest mountain 
in North America. The importance 
of" keeping the brake-shoes dear of the 
wheels is thus very evident. 

In the 1886 trials, the Chicago, Burlington & Quincy, the Indian- 
apolis, Decatur & Springfield, and the Lehigh Valley trains were com- 
posed of cars that had been running some time. The St. Louis & San 
Francisco cars were new. The C, B. & Q. cars (Westinghouse), 
and the Lehigh Valley cars, had the brakes hung from the tructs and 
inside the wheels. All the other cars had the brake shoes hung outside 
from the body. 

The following figures, based on the average results obtained in lS36 
and 1887, show the increased friction on the curve, as compared with 
the tangent. 

Shoes hung from the truck and inside the wheels . . . 2.30 
Shoes hung from the body and outside the wheels . . . 2.84 

These results tend to show that the resistance on curves is increased 
considerably when the shoes are hung outside and too close to the 
wheels. When the truck swivels, the shoes, being hung from the 
body, are lifted and brought closer to the wheels by [he greater inclina- 
tion of the hangers. When the shoes are hung from the trucks, no such 
action occurs, and the shoes remain the same distance irom the wheels, 
whether the car is running on a tangent or on a curve. 

The fact that outside- hung shoes rub more forcibly against the wheels 
on curves is not only shown by the figures pven above, but was also 
observed when the trial trains were being hauled over frogs and curves 
in the yard at West Burlington. 

The size of journal bearing has doubtless an important influence on 
the friction of trains, and the subjoined figures give the sizes of the 
journals in three of the trains tried at the 1887 tests, together with the 
waghi of each car, empty, and loaded to its fijU marked capacity, and 
the resultant load per square inch on the journals. The bearing area 
of the journal is assumed as the length and diameter multiplied together. 

As the frictional resistance given was obtained with emptx^t;^,ji(ijfp'e 
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n die journal is 



the load per square inch o 
practically identical, the ' 
the resistance is due to other causes than 
insufficient bearing surface. The highest amount of friction was shown in 
1887 by the Chicago, Burlington & Quincy cars, which in 1886 showed 
the least. In both years the cars were of the same design, but in 1887 
the cars were new, whereas in 1886 ihey had run over 10,000 miles ; 
the difference was, therefore, probably due to less accurate fitting and 
workmanship as compared with the Pennsylvania and the Illinois Cen- 
tral cars, which were also new, but showed respectively 1.64 and 1.29 
lbs. per ton less friction than the Chicago, Burlington & Quincy cars. 
These differences, insignificant as they may appear, would in running 
1,000 miles necessitate an extra amount of haulage power equivalent to 
surmounting summits 4,330 and 3,41 5 ft. high respectively, or greater 
than that of any line between the Mississippi and the Atlantic. The 
importance of good fitting is further shown by the Chicago, 
U Quincy cars running hot when loaded after the 



c.» 


Joum.L,]tnglh 


w„™. 


„.c... 


Jotm 


F"" 


Friuion 




E..p.r. 


L«md«l. 


E-pij. 


\Mwiti.. 






Inthc. 


LU. 


Lbs. 


Lu: 


Lb!. 


Uw. 




8X4 


10,577 


90.577 


119 


354 


5.87 


ni. Cent. . . . 


7X4 


»7,3S' 


*7,35' 


.11 


301 


6.11 


C.B.&Q. 


7X33i 


iS.S°9 


*S.5o9 


'" 


311 


7-5" 



The Pennsylvania and Illinois Central cars were built at the company's 
shops, and the Chicago, Burlington & Quincy cars were built by a 
contractor. On the other hand, the Chicago, Burlington & Quincy 
cars, in 1 887, were a!! fitted with new lead-lined journal bearings, which 
practice rather courts less care in first fitting, while the Pennsylvania 
had a hard-meial brass and the Illinois Central a babbitt-lined brass. 
It is not improbable this difference in journal bearings influenced the 
fiiciional resistance of each train, 1 , . v..tH>i;K' 
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From these experiments, the following 
figures, probably, represent the frictional 
resistance of long trains of freight cars in 
good repair running over a ti^ck in good condition, the weather being 
fine and warm and the wind light. The resistance appears to be con- 
stant at speed of from I z to 1 5 miles per hour, and does not appreciably 
increase with an increase of speed within these limits. 

Tabu XIX.— Fuctional RniSTANCi, Lm. m Ton or i,ogo La.. 

SpHH 11 TO i; MlLB HI HOUK. 




On J" CurYB . 



Good lubrication and carefiilly fitted boxes and journals may, with 
cars chat have been running some time, decrease this resistance to a 
minimum of 4 lbs. per ton on ihe tangent, while brake shoes rubbing 
against the wheels and other unfavorable conditions may increase the 
friaion on the tangent to iz lbs. per ton, and to considerably more on 
curves. The use of outside-huiig shoes seems to increase the resistance 
on curves when the shoes are very near the wheels. 

Foundalion Brake Gear. 
A marked improvement in the foundation gear of the competition of 
1887 over 1886 will be observed by reference to the accompanying 
'Wcstlnsliauae 




figures. The Westinghouse Company used cylinder levers of gj^ic 18^ 
in, prior to stop No. IC41, Fig. 86. In subsequent tests thev used 
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id in the second nearly as I 

WcailnsliOHi 



Air Brake Tests ''^"■^ 

a cylinder leverage as shown by Fig. 87, 

.b.: l«y^r.^^y^■m. 

The racio which the pressure upon the 
. the brake shoes was in the first case nearly 




The same ratio for the Carpenter brake. Fig. S8, was 1 to io|, 
and for the Hanscom brake. Fig. 89, 1 to 14. 1. With the Eames 
brake. Fig. 90, this ratio varied on account of the floating lever. 




The Card foundation brake is shown by Fig, 91. 

The braking pressure on one car, it will be observed, was only 86.4 

r cent, of what it would have been if dead levers had been used. 




which would have brought an equal pressure on all wheels. Therefore, 
there was a loss of efficiency of 13. 6 per cent. 

With the then prevailing general indifference to brake gear on 
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4-wlieel trucks ii is noc to be wondered 
thai the more difficult application to 
6-wheel trucks was hardly attempted. 

The loss of efficiency by neglecting to bralte the middle wheels of the 
6-wheel trucks under passenger equipment theoretically is jjj^ per 
cent. This figure was proved by a practical test with a 6-wheeled 
truck car on the Chicago, Burlington & Qaincy Railroad, fitted with the 
brake connections so arranged that the change from brakes on 4 wheels 




to brakes on 6 wheels could be easily efiected. On many prominent 
roads the most important trains are eijuipped almost exclusively with 
6-wheel trucks. The needless loss of braking power under these cars 
has, since the inauguration of these tests, become thoroughly realized 
and generally remedied. 





General Tesli. 
By reference to the journal of each day's work it will be observed 
that the first four days were occupied by preliminary tests, such as en- 
gine tests, hand-brake tests, train-reastance tests, etc. The Westing- 
house Brake Company, on the 5th morning of the tests. May 13 th, com- 
menced the general tests with a 50-car empty train — -th(e<^^9p^^n 
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level track, with their automatic air 
brake, 50 empty car train, resulting 
as follows : 
iTiHOHauii EMrrt C*( Tiain, 1887. 
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These stops may be regarded as phenomenal in their shortneaa, which 
becomes all the more eiddent when we compare them with the best re- 
sults obtained in 1886. 

TaBLI XXI. 50 WUTINGHOIXl Ehftv Cai Tiaih, lSg6. 
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The brilliancy of the record, however, was completely spoiled by 
the fearfiil shock given at the rear end, the slideometer moving, it will 
be observed, from 70 to 103 inches. The same train was then tested 
electrically, with the following results ; 
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Now comes the still more astonishing BURLINGTON 

story. In these electrical stops the slide- BRAKE TRIALS 

ometer never moved, and this with the 

same cars, the same leverages, and the same pressures, the only differ- 
ence bemg the time of application. With the shocks the application 
commenced on the rear car in from five to six seconds ; with the 
electrical application it wras practically inatantancous on every car b 
the train. 

It will, perhaps, be necessary to compare the distances of these stops 
with other measurements to realize their fill! significance.- Let us take 
the 138 and 139 ft, of the 20-mile stops. Telegraph poles are gen- 
erally spaced 33 to the mile, which allows a fraction of over 160 ft. 
between each pole. The stops were, therefore, made in z 2 ft, leas than 
the distance between 2 telegraph poles. Again, each of the Westing- 
house cars measured 37 ft., 8 in. from face to face of draw-bar; 133 
ft, would therefore be, measuring in freight car lengths, 3 car lengths 
and 25 ft. The hand-brake stop at the same point with the same cars 
was made in about ;j^ telegraph poles' lengths, or a fraction over 23 
freight car lengths. This hand-brake efficiency is much greater than 
generally found in service, on account of the difference in foundadon 
gear. 

The main results of the other 50-car trains are shown on the tables 
given herewith. 

Tabulated Statements. 

The tables of this year are chiefly noticeable for the freedom from 
shocks as compared with the previous year. This becomes all the more 
prominent when it is borne in mind that with one exception all the stops 
of 1 887 were emergency stops with 50-car trains. An immediate result 
was a corresponding decrease in acddenta { no trucks were jumped 
from the tracks this year, no king-bolts sheared, and Uie trains were 
seldom broken in two. It may be noted that the Westinghouse trsun 
was equipped with the Janney coupler ; owing to the severity of its 
earlier shocks, two of these were broken during the trials. The 
Eames was equipped with the Boston coupler, which is of the vertical 
plane type; two of these couplers were also broken duripg^li^^ If^wb. 
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The Carpenter trwn was equipped with the 
ordinary link-and-pin draw-bar which was 
not wedged up during the great majority of 
the trials and suffered no damage. The casualties due to the continuous 
brakes were inconsiderable as compared with last year, and show in the 
strongest possible way the benefits that may be obtained in freight-train 
service by more efficient brakes, together with the elimination of slack 
from the couplings. The pressure columns give interesting figures, and 
to get an intelligent appreciation of the work of the varoiua competitors, 
is deserving of the most carefiil study. It will be seen that the middle 
car brake-beam force of the Carpenter brake is enormously high, con- 
siderably above the light weight of the cars, viz. : 

Average light weight of Illinois Central car, 27,351 lbs. 

Middle car brake-beam force 30,000 to 34,000 lbs. 

With the Westinghouse the reverse is the case. Average light 
weight of Pennsylvania Railroad car, 27,351 lbs. 

Middle car brake-beam force ig.ooo to 23,000 lbs. 

The highest pressure carried by the Westinghouse Co. was in their 
stops 1823 and 1824. Unfortunately, the diagrams of these two stops 
were mislaid, and comparisons therefore cannot be made. Notwith- 
standing these low Westinghouse pressures, they nevertheless exerted 
sufficient power to slide wheels on dry rails. 

The Eames pressures were close to the light weight of the cars, 
sometimes slightly exceeding it. The record under the heading of 
" wheel sliding " is not to be accepted as reliable,-but merely as giving 
an approiimate idea of the extent to which wheels were slid. As in 
1886, no wheels were flattened sufficiently to justify their removal. 
The Chicago, Burlington & Quincy Railroad Company, in purchasing 
the Eames cars after the contest, accepted the wheels without taking 
exception to any. The Illinois Central on receiving their cars back at 
Chicago condemned one pair on account of flat spots from sliding. 

Series B, 1887, plate VI., groups the competitors under each com- 
petition, ranking them in accordance with the shortness of stop, regard- 
less of other considerations. It will be seen that this year the hand 
brakes again succeeded in doing better work than one of the competitors. 
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In stops 3 and 4 of competition No. I, 
the hand brakes of the Pennsylvania, the 
Illinois Central, and the Chicago, Bur- 
lington & Quincy cars all proved more efficient than the Hanscom 
automatic brake. Tests 621, 622, 623, and 624. of the Westinghouse, 
it ivill be observed, are service stops, while those of its competitors are 
all emergency stops. 

Towards the end of this table, plate VI., it will be seen tests were 
made with an eight-car passenger train made up of 8 old Chicago, 
Burlington & Quincy coaches, and also a train made up of II West- 
tinghouse freight-cars with the new triple, these proportions making 
trains of about corresponding weights. The diffcrence in length of 
stop indicates the improvements that may be made in passenger train 
stops by the introduction of quicker acting triples. 

The last series of tests were made by the Westinghouse Company 
with some new triples constructed since the commencemctit of the 
tests with the hope of overcoming the objectionable shocks in emergency 
stops, with their JO-car train when operated atmospherically. Refer- 
ence to the slideometcr column shows this has not been accomplished, 
though leas than 30 cars composed the train. 

Owing to the various capacities of the competitors' cars, and conse- 
quent various light weights, a question arose early in the contest as to 
what should constitute a basis for the load of each in the miaed car 



In determining the efficiency of a brake the proportion of the brake 
power to the total wdght of the train is an important fector. 

With equal velocities, the total energy of any moving body is pro- 
portional to its weight, and to obtain comparative resistances in destroy- 
ing the motion of trains by brakes, the force of the brakes should be 
proportional to the weight, and conversely the total load for a test train 
should be in proportion to the brake force. 

In order to get the best efficiency, it is the regular practice to make 
the brake power equal to the weight of the empty car. 

The competing companies at Burlington could safely do this, for they 
were always sure of a dry rail. The committee, therefore, decided 

^■"»git 
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that the brake power on the different cars 
should be taken as equal to their light 
weight, and that the cars should be 
loaded in proportion to their light weight, the load for the l^hiest being 

The Eames cars, weighing 2 5,600 lbs,, were loaded with 40,000 lbs. 

The Carpenter cars, weighing 27,350 lbs., were loaded with 
4.2,800 lbs. 

The Westinghouse cars, weighing 30,577 lbs., were loaded with 
+7,700 lbs. 

The ratio of brake power to the total load being 39 per cent, in 
each case. 

But as no restrictions were laid down regarding the leverage or pres- 
sures, each contestant still had considerable latitude as to what force 
should be used against the wheels to better any series of stops over those 
of a competitor. In lookbg over these tables, therefore, while the col- 
umn headed "Weight, including Engine and Cars" should be carefidly 
noted, the pressure existing before the stops were made deserve equal 
conuderation. 

Stops 1823 and 1S14 of the Westinghouse, and 1623 and 1624 of 
the Carpenter, are deserving of special attention, as it will be seen that, 
in these stops, the gross weight of each train was made the same ; max- 
imum pressures were also used, each company endeavoring to nuike a 

Series C, 1887, plate VII., still ftirther condenses the results. It 
deals only with the averages made by the Carpenter, the Eames, and 
the Westinghouse trains. It will be observed the Eames is the only 
train going through all the tests prescribed, both with its atmospheric and 
electric appliances. The results achieved by the Hanacom and Card 
brakes are not averaged, as their cars were withdrawn early in the trial. 

The Hanscom brake, on the eighdi day of the contest, made its only 
stop run over the course. At the No. 4 stop the distance post was 
passed above the maximum speed allowed, and hand brakes were con- 
sequently called tor. The brake was in a very unmanageable condidon, 
and the faa that difficulties, which appeared trivial in testing a few cars, 

^■""gi'-' 
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became Insurmountable when multiplied 
by fifty, was never better illustrated than 
in this case. No driver brake was used 
on the engine, which, of course, materially impaired the results. After 
this run Mr. Hanscom withdrew his brake from the contest. 

The Card Brake Company appeared on the ground with their 50 
cars and enpne some days after the contest had commenced. The 
company used the American steam brake on its engine. On the ninth 
day they made th«r first run, but before the No. I post was reached 
the brakes went on automatically, and in stopping damaged the brake 
tigging of six or seven cars, which necessitated side tracking for repairs. 
On the twelfth day another trip was made ; the breakages to the 
gear again were considerable, showing that much had to be done 
before the apparatus could be succcssftdly entered in such a contest. 
The owners withdrew from the contest after this run. A glance 
at the brake-beam pressure curves of the three leading competitors of 
1887, plates VIII. and IX,, noting the rapid development of power 
obtained by air, shows the difficulties and kind of competition the purely 
electric brakes have to meet. It will be difEcult to get up a mechani- 
cal device winding a chain by means of friction wheels to develop power 
that will be as reliable and as quick as a straight pull or push on the 
levers actuated by air pressure. With any winding device the pKiwer 
has to be developed after application. With air pressure the power is 
stored ready to be shot off on the first application, 

Plate VII, shows the average results obtained by the three remaining 
competitors — Eamea, Carpenter, and Westinghouse — in five different 
classes of stops and at two speeds for each class of stop. The classes 
of stops are as follows : 
1st. JO empty cars, brakes applied by air. 
ind. 50 do. do. electricity, 

3rd. 50 mixed cars, do. do, 

4th. 50 do. do. do. with slack shoes. 

5th. JO do. do. air. 

The numbers of each individual stop Irom which the average is com- 
piled, the name of the brake, the distance in which the stop was made, 

^■>H.glt 
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corrected for uniform speed, which b also BURLINGTON 

given on level and grade, the time in which BRAKE TRIALS 

the brakes become iiilly applied and in 

which they were released, ia also given. The wfflght of the train in 
tons of i,ooo lbs. and the percentage of that weight braked b given, 
and the pressures. The movement of the slideometcr indicates the 
severity of the shock experience in the rear car ; shocks above 1 1 
inches are considered as objectionable, and likely to injure stock and 
many classes of freight. 

Plate VIL shows the average results obtained first with jo empty 
cars stopped by air, Westinghouse and Eamea brakes. The stops made 
by the Westinghouse have been already alluded to. The shocks with 
the Eamea brakes were considerably less than with the Westinghouse, 
but amounted lo a maximum of 251^ inches. 

The next scries of stops are those made with a train of jo empty 
cars, the valves being actuated by electricity. All three brakes partici- 
pated in this class of stop. The results are noticeable for the complete 
absence of shock and for the remarkably small distance in which the 
Carpenter and Westinghouse trains were stopped. The release with 
the Carpenter triun, being effected by electricity, was remarkably quick, 
not exceeding 1 J^ seconds ; while the Westinghouse, released by wr, 
averaged 36 seconds. The Eames release was in considerably less time 
than the Westinghouse. 

The nest series of tests shown in Plate VIL are those made with a 
train of 50 cars, 3 3 loaded and 1 7 empty. Here again the Carpenter 
and Westinghouse brakes showed most remarkable results ; the trains 
weighing from 1,500 to 1,600 tons and 2,000 ft. in length, were stopped 
in an average of 171 to i S z ft. on a level grade at 20 miles an hour. 
These stops were not accompanied by any excessive sliding of wheels, 
and by a very small movement of the slideomcter, not exceeding ^-in. 
The Eames brake in these stops stopped the loaded train in a shorter 
distance than it stopped the empty train, showing that their method of 
varying leverage increasing with a loaded car produced a decidedly good 
effect in shortening the stop. The Carpenter and Westinghouse stops 
also show a slight improvement, but this was probably due to increased 
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pressure, and, in the case of the Westing- 
house, to increased leverage. With the 
Eames train the pressure cannot be in- 
creased and the levers were unaltered during the trials. The Carpen- 
ter brake would probably have shown even shorter average general scops 
at [he No. z, 3, and 4 posts had a larger pump and larger crainpipe 
been used, but the size of the pipe, i/^ in., was insufficient to properly 
charge the leservoir at the rear end of so long a train, making four 
emei^ency stops in seven miles. This statement does not apply to the run* 
i,6ii to 1,624 • ^^^ ^^ Carpenter train was allowed to wait after 
each stop to pump up any desired pressure. It will be observed, how- 
ever, that these stops are not computed in the averages on place VIL 
They pertain too much to the nature of special efforts to score a record ; 
for similar reasons the Weslinghouse stops 1,823 ^^'^ 1,824 are excluded 
from the averages on this table. 

The next to last tests were made with a train of 3} loaded and 17 
empty cars, with the brake shoes placed one-half inch clear of the 
wheels. The Carpenter brake made a fair showing, the average 
distance in which the train stopped at a speed of 30 miles per hour 
on a level was 457 ft,, the wheels on the empty cars were slid 
on an average from 140 to tl$ feet, and there was a slight shock 
in the rear end, never amounting to more than ^. in. The best results 
were obtained with the Westinghouse brake and were very similar to 
those when the shoes were the ordinary distance from, the wheels, and 
there was no shock. The stop with slack shoes was made with the 
two former brakes with electric application. The Eames stops, with 
slack shoes, were made by air, and the results are almost identical with 
those obtained under similar circumstances, but with the shoes the ordi- 
nary distance from the wheels ; the shock was moderate, never exceed- 
ing 7^ in., and the wheels shd about 400 ft. on the empty cars. 

Oid Car Train Test. 

It was a matter of considerable regret that the endurance test had 

to be abandoned, and thereby allow opportunity to improve parts that, 

under an endurance test, would necessarily have remained unchanged. 
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The abandonment of such a test was all the 
more unfortimate, as it allowed those so dis- 
posed the opportunity of arguing with some 
plausibility that the stops made in iSS6 and 1887 at Burlington did not 
represent stops attainable with trains in every-day use, that they were 
more in the nature of scientific stops with apparatus specially fitted up 
for making a record and that it was quite apparent that the many parts 
making up the continuous system would never give similar results after 
a few months' service.. Serious doubts were even raised as to the 
practicability of the leverage used on account of the sliding of the 
wheels, not unusual or excessive in itself, and which is apparent when 
we state that not a single wheel was condemned in either 1886 or 
1887, at Burlmgton, on account of flat spots, but which was made 
prominent by the very nature of the tests. 




In Old Car Tr^n. 



When it was suggested and dedded that an old c 
running on the Burlington road should be tested c 



r train and engine 
la the course, all 
looked for the results vrith the keenest interest. This test would show 
the CTtent to which the equipment of the several compedtors was 
especially prepared for the contest. A 25 old car train in a few 
days was collected and given a run over the course. If it was 
right to say that the brake companies' equipment had an advantage by 
being specially prepared for good work, so it would have been right to 
say that this old car train was such a one that would show the poorest 
possible result. Ten or twelve of the cars were taken off the Burling- 
ton shop bad-order track, where several of them had been marked for 
rebuilding. The shoes were in anything but good condition, some 
quite worn out and others with only a portion of their siu'face coming 
in contact with the wheel. The engine had but one reservoir supply- 

A.iH.giy' 
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ing air to drivers and tank trucks, and only 
one of the tank trucks had power brakes. 
The leverage under the cars was the 
standard of the Chicago, Burlington & Quincy, and is shown in Fig. 92. 
The cars were fitted with iron brake-beams inside hung, the triples 
were those the Westinghouse Company sell with their freight-brake 
equipment and the ordinary Westinghouse engineer's valve with the 
Paradise extra pressure valve (owned by the Westinghouse Company), 
was used on the engine. Seventy pounds trainpipe pressure, the 
standard of the Chicago, Burlington & Quincy Railroad, was carried, 
so that in every respect the train represented the every-day practice of a 



On the following page will be found a record of this ran with 25 
empty cars ; for comparative purposes we have placed also 2; mixed 

Fie. 93 CnireBter 



car runs of the Westinghouse Company in 1886, The stops of this 
old car train are certainly remarkable ones. 

Some allowance should be made in &vor of the Westinghouse trial 
train, owing to the fact of its being loaded, while the old train was 
empty. It will be seen that, with the exception of No. 1 stop, the 
old car train, in so &r as distance is concerned, actually made shorter 
stop than the trial train. While the handicapping necessary to an 
empty-car train competing with a mixed-car train can be determined 
theoretically, we would draw the attention of those considering such a 
calculation to the difference in the empty and mixed car slops of 1 887. 
Attention also should be given to the pressure column, as it will be 







No slideometet used, 
do. do. 

Weight of train estimated. 


No Slideometet used, 
do. do. 
do. do. 
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observed that both the Weatinghouae 
Company and Carpenter carried higher 
pressures in their mixed-train stops than 

with the empty train. 

It will be seen from this table that, with the increased pressures, 

the mixed loads only added to the length of the No. 1 empty stops 

some 50 or 6d feet. About the same figures are given at No. } stop. 

In comparing the No. 2 and No. 4 stops, it should be borne in mind 

the empty-irun speed at these stops was 40 miles an hour, while the 

mixed was at 30 miles. 

Making due allowance for the condition of the old car train, its 

records seem to point in the strongest way that the stops at Burlington 



were not In any sense show tests, but what may be expected in every- 
day service, 

linen-Grade Run. 
No greater evidence of the advance in the brake problem in one 
year can be had than a perusal of the down-grade diagrams of the 
Carpenter and Eames brakes (Figs, 93 and 94). The Eamea used 
its electric apparatus in making this run, and maintained, practically, a 
uniform speed. The 1887 down-grade runs are shown by Figs. 93, 
94, and 95. These diagrams are constructed on the same plan as in 
1886, which is described on page 155. The distance run was some- 
what shorter in 1887 than in 1886, viz., 1.926 miles instead of z. 021 
miles. The apparent irregularity in the speed line ia due to the fore- 
shortening necessary in order to get so long a run in so short a compass 
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rather than to any sudden variations in 
speed. The Westinghouse used its auto- 
matic air brakes, and, il will be seen, 
makes rather a worse showing than last year, and will not compare with 
its two electric competitors of 1887. In run 1423, fifteen retaining 
valves were set, which improved the latter part of the run, though still 
showing a tendency to gain too much in speed. 
Fls. 9S WcBllnktoiiBc 



Break-in-ttao Teits. 
The break-in-two tests are shown in the following table, and were 
partidpated in by the Eames, the Carpenter, and the Westinghouse 
brakes, the Hanscom and the Card having succumbed in the earlier 
test. Nothing noticeable occurred. Wedges were placed in the Car- 
penter train to wedge out the free link slack, inasmuch as with a break- 
in-two its brakes were applied by air in place ofelectricity. The train 
was parted in the same manner as in 1886, but with a 50 empty car 
train in place of a 2^ mixed car train, and the parting was made in the 
forward third of the train in place of in the middle. This change was 
made to develop any tendency of the rear trains failing to stop and 
thereby colliding with the forward section. The stops were all suc- 
cesMvely made. In the first break-in-two with the Carpenter the 
electric connection was broken, which prevented the engineer from 
throwing brakes oif the front end, a claim made by the Carpenter in 
common with the Eames. 
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Middle Car Diagram. 
The most intereating and instructive 
records obtained during the trials were 
the middle car diagrams. We reproduce on plates VIII. and IX., 
and Figs. 96 to 99, a few typical stops of the principal competitors. 
A description of the reading of these diagrams will be found on page 
135, In examining these diagrams, particular attention is directed to the 
6a that the vertical scale of the pressure curve of each competitor is 
different. This difference was an unavoidable one, caused by the vari- 
ations in truck leverages, cylinder leverages, and, in some cases., the 
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Middle Car DlaBnun, Eamea, 1886. 

The scale is also given on each sheet, so that there need be no mis- 
apprehension as to the relative value of the vertical stress line. The 
faults incident to slow application have already been referred to. The 
extent to which electric application has improved this is clearly seen by 
comparing the Westinghouse and the Eames 1887 automatic stops with 
their 1887 electric stops. Having established the importance of instan- 
taneous application on each car, it next becomes important to get 
(1 pressure of shoes agunst the wheels in the shortest possible 
f we look at the Eames diagrams. Figs. 96 and 97, it will be 



observed that the vac 
difference in commenc 


um stops of 1886 and 1887 show 
mem of application : 


but little 


Stop No. 

1886 . . 521 

1887 . . 711 


2Z.4 250 feet. 8 
21.7s 213 feet. 7J^ 


ndi Stop. 

437 
364 
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The stop, however, ta much shorter ; 
this is due to the greater pressure against 
the wheels obtained in 1887, viz.: 24,- 
000 lbs. as against 9,500 lbs. The development of power with the 
:s shows the same exceedingly slow pressure curve, which 
its not doing the work of its competitors, the 
ind the Carpenter. 




the automatic 



trakei begin lo ap- No. of Becon 
p3y on x^th car. elapsed. 

364 feet. 13 



Stop No. Speed. 

1886 . . 1,611 

1887 . . 511 19.2s 110 feet. 4.15 215 
The work of the improved triple valve becomes quite apparent here, 

but the stress iine also shows that the importance of a rapid develop- 
ment of power has been observed. No clearer demonstration of the 
extent to which the brake company has realized this can be had than 
by a comparison of the stress curves of stop 1,614 "*' '886 and stop 
1,724 of 1887, plate VIIL The curves with the electric application 
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of the Weslinghouse are the sime as their 
application, the shorter stops 
due solely to quicker application. 
Before leaving this subject it is instructive to note thai in stop i,6ll of 1886 
no development of power against the wheels is shown in this 25th car 
until 1 3 seconds have passed. If we now refer 10 the journal of tests for 
1886, we will find under its proper column that the time the "brakes 
begin to apply ' ' on the ;oth car is about 8 seconds ; that b to say, the air 
began to go into the cylinder of the JOth car in 8 seconds from the 
stop signal, and it developed its maximum cylinder pressure in 1 I 
seconds. The air from the auxiliary reservoir of the z;th car must 
have gone into its cylinder earlier than on the 50th car, and yec no 
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L, WestliiKliaaie, 1880. 



pressure is shown against the wheels until 1 3 seconds have elapsed. 
Clearly, then, the air, which first goes into the cylinder, has a fiinction 
to perform before it can develop pressure against the wheels. Piston 
fiictional resistance has to be overcome, cylinder springs compressed, 
slack in foundation gear has to be taken up, brake beams stretched taut, 
and the time necessary to do thb in the 1886 tests was stretched out 
to unreasonable Hraits by the slow development of power. The action 
of the triples would also have some influence. A marked improvement 
in this respect appears in the 1887 tests. 

The Carpenter diagrams (see Plate IX.) show very clearly how the 
stops were effected. At both the 20 and 40 miles speeds the maxi- 
mum brake-beam pressure was reached generally in about z seconds 
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from the commencement of the applica- 
tion, and as the application is almost sim- 
ultaneous with the stop signai, the stop 
is correspondingly good. The accurately fitted foundation gear of this 
brake resulted in a very short piston travel, which doubtless had much to 
do with the excellence of the stress curve. It b a question, however. 




Middle Car Diagram, Weitinglunue, 



whether even this rapid development of stress application might not be 
bettered by a quicker admission from the auxiliary reservoir to the cylinder. 
By reference to Plate IX., of the American brake, it will be observed 
the maximum application is reached instantaneously with the application 
itself. While such an application pertains doubtless too much to a 
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hammer blow, the endeavor should be 
to reach the maximum su-ess line in one 
second's time, which would bring about 
shorter scops than those shown with the Carpenter brake. 

While the Committee were not prepared to make any definite recom- 
mendation at that time as to what freight train brake should be generally 
adopted, the information derived from these recent tests pointed to two 
conclusions ; 

First — That the best type of brake for long freight trains is one oper- 
ated by air and in which the valves are actuated by electricity. 

Second — That this type of brake possesses four distinct advantages : 

(a) It stops the tram in the shortest possible distance. 

(^) It abolishes shocks and their attending damage to equipment. 

((■) It releases instantaneously. 

(^) It can be graduated perfectly. 

The (imher question, as to whether electricity was a sufficiently 
reliable element to use in freight train service, was one that could only 
be determined by experiment; but the benefits derived from electricity 
were so manifest that the experiment was well wonh trying. In view 
of the foregoing and of the improvements that were being made, the 
Committee recommended that the subject of Automatic Freight Train 
Brakes be continued for fiinher investigation. 
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WESTINGHOUSE FREIGHT TRAIN TEST. 

As stated in the conclusion of the 1887 report of the Air Brake 
Committee to the Master Car Builders' Association, the various com- 
peting Brake Companies were loath to accept the resuks of the Burling- 
ton trials as final. 

It is true that the buffer brakes practically went out of existence 
after these trials, but the companies furnishing continuous brakes, 
although disturbed and chagrined at the very discouraging results of the 
tests, were still confident that they were following the right track and 
determined to develop their devices so as to overcome the shocks which 
were so dangerously manifest all during the Burlington trials. , 

The Westinghouse Company, in particular, was not willing to let 
the results so obtained stand uncorrected, and Mr. George Westing- 
house, — who is in reality the " Father of Air Brakes " in that his in- 
vention in this line was the first practical device of its kind, and whose 
determination and perseverance has brought about the whole art of air 
breaking, — was thoroughly convinced that his mvention could be made 
to control a 50-car train without the aid of an electrical attachment. 
Although the results of the trials just finished pointed with apparent 
certainty to the conclusion that such attachment was indispensable, Mr. 
Westinghouse at once set about making certain changes in his apparatus 
which would quicken the serial application of the brake to such an 
extent that the application on the last car would occur before the slack 
could run in. These changes consisted of enlarging the trainpipe from 
one inch to one and a quarter inches ; and also in making changes in 
the triple valve whereby the quick-action feature was greatly increased 
through larger passages and more sensitive valves. In this manner the 
time of apphcation through a 50-car train was reduced from six seconds 
to less than three. This was demonstrated upon the same train which 
was used In the Burlington tests in 1887, which was made up of 50 
cars 38 ft. 4 in. long, of 60,000 lbs, capacity ; the total length of 
the train was i,goo feet and the total weight z, 00 0,000 lbs. After 
the above mentioned demonstration convinced the Westinghouse Air 
Brake Co. that the problem had been solved, this train was sent on a 

^■""gi'; 
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tour through some of the principal cities of 
the countrj' in each of which it gave two 
series of trials, which (vere attended by 
many hundreds of railway managers, press representatives, prominent 
citizens, and professors and students of technical schools. These trials 
were made during October, November, and December of the same year 
as the last Burlington trial — 1 887. The following table gives the gen- 
eral results of the trials which were in most of the cities divided into ten 
tiifferent tests. The results were widely publbhed in all the technical 
papers. One engine was used in all of these tests, except those at St. 
Paul, where two were used. In the table, all fractions of imles and 
seconds have been omitted, 

Dacrifthn of Tests. 

1. Emergency stop, train running zo miles an hour. 

2. Emergency stop, train running 4.0 miles an hour. 

3. Applying brakes while train is standing still, to show quickness 
of application. 

4. Emergency stop, with passengers aboard; speed, 40 miles per 

5. Service stop, and time of release. Showing the kind of stop 
made when a sudden stop is not necessary, and how prompdy the 
brakes can be released. 

6. Hand-brake stop, made at 20 miles an hour, vdth five brakemen 
at their posts (at Buffalo there were seven brakemen), 

7. Breaking train in two. 

All the above stops were made with the braking power so low that 
it would not slide the wheels of empty cars in regular service. By us- 
ing greater power, quicker stops could be made, but there would be 
more or less sliding of wheels, and it was not thought that the advan- 
tage gamed would be enough to make up for the damage done in imght 



3. Train running zo miles an hour ; the brake leverage having been 
increased to give the quickest stop possible. 

9. Train running +0 miles an hour ; leverage as in No. 8. 
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10. A train of 20 &dght cars and a 
train of 1 1 ordinary passenger coaches 
were run alongside of each other, on 
parallel cracks, and the brakes applied at the same time. This test 
showed the relative slopping power of the old and the new 

As a result of this train's now famoiu tour, the Committee of the 
M. C. B. Association on Freight Train Brakes reported to the meeting 
of that Association held at Alexandria Bay, N. Y,, June 12th, 13th, 
and 14th, iSSS, as fallows ; 

" In our report to the convention last year the main conclusion we 
arrived at was that the best type of brake for frright service was one 
operated by air, and in which the valves were actuated by electricity. 
Since chat time your Committee has not made any further trial of brakes, 
but the aspect of the question has been much changed by the remark- 
able results acliieved In non-official trials which have taken place in 
various parts of the country, and have been witnessed by many of the 
members of this Association. These trials show that there is now a 
brake In the market which can be relied on as efficient in any condition 
of freight service. 

"The present position of the freight train brake b briefly as follows: 

"First — Brakes can be, practically speaking, simultaneously applied 
without eleccricily throughout a train of 50 freight cars. 

" Second — Other inventors are working at the problem of making 
an air brake which will be rapid in action and suitable for service on 
freight trains. We also understand that inventors are working at bidfcr 
and electric friction brakes, but we have no reason to hope that brakes 
on these principles can successfully compete with air brakes, 

" In view of these conditions, your Committee does not recommend 
the adoption of any particular brake, but considers that a freight-train 
brake should fulfill the following conditions : 

"First — It shall work with air of 70 lbs, pressure. A reduction 
of 8 lbs. shaii set the brakes lightly, and a restoration of pressure shall 
release the brakes. 

" Second — Ic shall work without shock on a c«un of to cars. 



WESTINGHOUSE 
FREIGHT TRAIN 

TESTS 



^"^''^^ Air Brake Tests 

"Third — It shall stop a train of 50 
empty freight cars when running at 20 
miles per hour within 200 feet on the level, 

"Fourth — When tried on a train of Jo cars it shall r 
even speed of fifteen miles an hour down a grade of 5 3 ft. per mile 
without variation of more than five miles per hour above or below that 
speed at any time during the descent. 

" Fifth — The brake shall be capable of being applied, released, and 
graduated on the whole train by the engineer, or without any assistance 
from brakemen or conductor. 

"Sixth — The hose coupling shall couple with the present West- 
inghouse coupling. 

" We recommend that all fr«ght ears fitted with such a brake shall 
be marked ' Air Brakes ' on each side of the car, near the top. The 
Committee liirther recommends the use of iron or steel brake-beams, and 
that the subject of the best form and proportion of brake gear and the 
selection of a standard solid brake shoe for use with metallic brake- 
beams should be entrusted to a committee appointed for the purpose," 

(Signed.) G. W. Rhodes, 

George Hackney, 
John S, Lentz, 
D. H. Neale. 
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THE KARNER TESTS. 

In the early part of September, (892, comparative testa of quick- 
action brakes were made at Karner Station on the New York Central 
& Hudson River R. R, One hundred standard 60,000 lbs. capaci- 
ty box -cars, built by the Buffalo Manufacturing Co., and fitted with 
the Gould Coupler, were prepared for two trains. One train of fifty 
cars was equipped with the New York Air Brake reservoirs, eight-inch 
cylinders and No. 2 triples. The other train of fifty cars was equipped 
with the Westinghouse Air Brake reservoirs, eight-inch cylinders and 
triples with their standard springs of .073 In. in diameter. 

The irainpipe was 1 ^ in. diameter, with Westinghouse hose con- 
nections and cocks for both trains. 

All of the cars were reweighed with the exception of three of the 
Westinghouse train which did not arrive in time to be weighed. The 
loss from the waght marked on the cars averaged fiom 850 to 1,000 
lbs. 

The leverages were such that the ratio of the piston pressure to the 
braking pressure on the wheels, figures 1 to 6j^. With 60 lbs, of air 
in the cylinder, the pressure on the wheels figured 19,500 lbs. — about 
70 per cent, of the weight of the empty car. The loss of pressure 
from release springs or friction of the connection* was not considered. 

The trucks were the heavy Buchanan diamond pattern, hollow iron 
brake-beams with inside hung east-iron shoes. The shoes were 1 3 y^ 
in. long by 3j^ in. wide, equal to about 44 sq. in. for 60 lbs. of air 
in cylinder. 

The journals were 4j^ in. k 8 in.j wheels 33 m, in diameter, 
weight 560 lbs. 

The ears had been in service running between Bufelo and New 
York and Buffalo and Boston for nearly three months, until collected at 
Karner for the trials, the shoes being well worn to the wheels. 

A few of the reservoirs were filled with water to ascertain their cub- 
ical contents. The older Westinghouse cylinders ranged from 1,610 
1,618 cu. in., the recent ones east at Wilmerding and on the cars of 
the Westinghouse train, ranged from 1,620 to 1,630 eu. in. The New 
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York reservoirs cesied, ranged from 1,632 
to 1 ,640 cu. in. The irainpipe and 
hose for each car averaged 640 cu. in. 

Three cars of each kind oi brakes were piped with J^ -in. pipe for a 
gauge each, on the trainpipe, reservoir, and cylinder ; also with connec- 
tions so that pipes could be run to the indicators on the recording me- 
chanism in a special car called the Dynagraph car. 

Each company sent eight gauges for its respective equipment ; the 

ninth required was one fitted with electric contacts for the cylinder of the 

2;th car, and was to be used for both trains. TTie gauges of both 

brake companies were of the same manufacture and were corrected by 

■ comparing them with the test gauge at the West Albany shops. 

Mogul locomotives with 6 drivers 64 in. in diameter, pony-truck, 
cylinders 19 in. x 26 in,, carrying 140 lbs. of steam, were fitted with 
tripping devices shown in Fig. 100, for automatically applying the air, 
by tripping blocks placed in the tracks directly tmder the signal banner 
for shutting ofF steam. 

To make the tripping device upon the lt>comotive for automarically 
applying the air, a tee was inserted in the trainpipe near the engineer's 
valve, and trom it a pipe was carried down underneath the cab to 
within iS in. of the track; a plug cock being fitted in this pipe near 
the engineer's valve, so it could be opened or closed by the engineer in 
case any accident should occur to the pipe. Below the cab, in the 
lower part of thb same pipe, another plug cock was arranged with a 
spring attached to the handle, so the tension of the spring would hold 
it open. A bracket from the engine frame carried the tripping lever, 
the upper end forming a hook which held the handle of the cock when 
the latter was closed. The lower end of the tripping lever was about 
1 in. above the top of the rail. 

To the lower end of the tripping device pipe a union was attached 
in which the diaphragms couid be placed for those tests requiring their 
use. Precaution was taken to have the trippbg lever and its bracket 
entirely independent of the brake gear below the cab, so in case any 
accident occurred to it, it would not be likely to interfere with the 
working of the air in the proper mechanbm. , . 
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^^g^g Each engine was equipped with this 

special device. The locomotives were 
just out of the repair shops. One loco- 
motive was also piped for the use of the small diaphragms required to 
test the sensiriveness of the emergency valve. 

A Boyer speed recorder was also put in ihe same engine to assist the 
enpneer in miming at the desired speed ; the engineer of the train on 
the adjacent track lo run at the same speed by keeping abreast of the 

The devices for determinmg the actual speed of each train were 
electrical trips placed eighty-eight feet apart in each track, as described 
later. 

Each locomotive was equipped with the usual Westinghouse brake 
mechanism ; the pump being 8 in. In diameter, and the main reservoir 
zdy^ in. by 34 in,, having a capacity of 16,500 cu. in. 

To ascertain the intervals of time from the opening of the engineer's 
valve to the application of the air on the first car and on the fiftieth car, 
the recording mechanism of the Dynagriph car was fitted up with two 
pressm'e indicators and a battery of electro- magnetic pens. 

Two of the electro-magnetic pens were connected to a chronometer 
for making the chronograph records upon the moving paper. One pen 
was connected to the engineer's valve on the locomotive and another 
pen to a telegraph key, so that any other signals desired might be 
recorded. A small electric motor run by a storage battery was geared 
to shafting, driving the feed rolls and winding drums of the record- 
mg mechanism, and a circuit closer enabled the mechanism to be run 
when desired. The paper was zo in. wide and usually ran at a speed 
of 1.4 in, of paper per second. 

A tee below each indicator connected two branch pipes having cocks, 
one branch leading directly to the trainpipe of its respective car ; the other 
branch by a tee was fiirther subdivided, one branch connecting with the 
reservoir and the other with the cylinder of the same car. Connec- 
tions with the first and fiftieth cars of the train with the recording 
instrument were thus provided for during the standing tests, described 
later. 
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The so-cars were divided into two XESTS 

sections of z ; cars each and placed on par- 
allel tracks, with one track intervening for 

; of observation. The twenty-fifth and twenty-sixth cars 
mnected by i J^ in. pipe zy ft. in length, and 4 lengths of hose 
The first, twenty-fifth, and fiftieth cars of each train were 
provided with gauges. The first and fiftieth cars were placed nearly 
opposite on the parallel tracks; the first car was attached to the locomotive 
and the fiftieth car was attached to the Dynagraph car, and pipe con- 
nections from the first and fiftieth cars were made to the indicators above 
mentioned. Similar diagrams had not before been obtained, and formed 
a fitting supplement to the invaluable Burlington tests, which were the 
inception of automatic freight brakes ftir long and heavy trains'. The 
present diagrams not only showed the progress which had been made 
since those trials, but confirmed, in a comprehensive way, that progress 
must follow closely along the lines there well defined. 

Previous to the standing tests on September 6th and 7th, the trains 
were charged with air, the trabpipe tightened, the leaks in the gaskets or 
sand holes of reservoirs, cylinders, or triples were noted but not repaired. 
None of the tripple valves were taken down, eJtcepdng one from each 
brake, and these were found quite free from grit and well lubricated for 
having had three months service. 

The engineers and crews were from the regular freight service, and 
while ^miliar with handling z j'Car trains with air, this was their first ex- 
perience with ;o-car trains equipped with air brakes, and both engineers 
expressed surprise at the tightness of the train line in comparison with 
shorter trains. 

The following programme stating the general character and num- 
ber of the tests was printed for the guidance of employees and observers : 
Programme — New York Centkal & Huoson River Railroad Co. 
Trial! of the Westinghome Air Brakes and the New Tork Air Brakes 
far Freight Trains, at Karner, Sept. 8, p, and 10, l8g2. 

Tests to commence at 9.00 A. M. each day, and to be practically 
the same as those recommended by the Committee on Air Brakes of the 
M, C, B. Associi'tion. 
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long, ihe air head in the standing tests 

was i% lbs. The constant head was 

not observed until all the tables were compared, the diagrams were then 

re-examined and the lime of the constant found to be practically the 

same in each train. The wave of air in the release from the high 

reservoir pressure traveled from the first to the fiftieth car in 6 to lo 

seconds ; some diagrams only showed from 3 to 4 seconds. 
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Test No, 3. — All brakes cut in. Time application of the pressure 
of the trainpipe from the first to the fiftieth cars, service application 
and release. In die tests of both trains, 1 to 3 seconds more time 
WM required before a reduction was effected in the fiftieth car than b 
test No. z. This discrepancy was due to the pressure being higher in 
the first car than the fiftieth — a flow of air still going to the latter 
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car — and the increase of trainpipe vol- 
ume from cut-out cock to triple, to be 
reduced. 
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In the New York train one ear did not fiilly apply- 
Emergencv Application. 

Te>t No. 4. — Niw Yok Ah B«ake Tkaik, 

Train line in first car 70.4 lbs., fiftieth car 69.8 lbs. 

In 0.16 seconds from movement of engineer's valve the pressure 
commenced to &1] in the first car, and in i . S seconds it wag down to 
37.8 lbs. 

In 3.31 seconds the pressure commenced to fall in the fiftieth car 
and in o. 17 of a second, or 3.32 seconds from the first car, was down 
to 48.3 lbs.; first car fell to 37.8 lbs., then rose to 47-3 lbs, in 3.64 
seconds. 

The release was not ordered until 38 seconds after the application. 
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first car reading 47.3 Iba., and in 6 
seconds first car read 6z lbs.; in 88 
seconds from release, trainpipe pressure 



read in first and fiftieth cars 63 lbs. 

Tut No. 4, — WiSTiNGHoun Am Braii T»Ani. 

Trainpipe pressure in first car 69.3 lbs., and fiftieth car 68.3 lbs. ; 
in 0.15 of a second after the movement of the engineer's valve the 
pressure began to &11 in the fint car and in 1.81 seconds was down to 
38.85 lbs. In 2.71 seconds the pressure commenced to fall in the 
fiftieth car, and in 1.86 seconds, or 2.71 seconds from the first car, 
was down to S'.+5 lbs. The brakes were released in 18 seconds, 
the fiftieth car releadng in 4.3 seconds later. 

Tut No. j— Tabu XXVIII.— Niw Yom Am B>a« Tbain. 
Sec Diagram, Plana No3. X. and XI. 
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Test No, 6. — The enpneer, in trying to open the brake-valve to 
the emergency notch i second, as directed, was more deliberate than 
he would be in making the emergency application when running ; 0.0; 
to 0.06 of a second is the possible time from the locomotive to the first 
car. The automatic trip indicated 0.04 to 0.05 of a second. 
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The diagrams and tabulations of rest 
No. 6 show al a glance the distinctive 

character between the action of the two 

triples in the emergency application, each being constructed upon a 
different theory regarding the best application of air for such uses. The 
New York applies rapidly up to 40 lbs., then more slowly, equalizing 
at a higher pressure of 1 or 1 lbs., than is usual. Three seconds is 
about the time consumed per car in attaining the maximum pressure. 

The Westinghouse applies rapidly, reaching in about 1 second the 
maximum pressure per car, which for the same trainpipe pressure is 
I to 2 lbs. lower than the New York. The slower application of the 
New York does not permit of reaching a maximum pressure of 5 ; lbs, 
in 3^ seconds on the fiftieth car, as Is the case with the Westinghouse. 

Tut No, 6.— Tabm XXIX.— Niw Yo(i« Ai* Buki Train {Three TrWs) 
Sm Diagram in Pbce No. XH. 
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In ibe three triali of No. 6 lest with the WeMinghoun 



THE KARNER 
TESTS 



Air Brake Tests ''"^"■'^ 

Test No. 7. 
Time of development of pressure in 
cylinders, the lifth, sixth, and seventh 
cars cut out. Emergency application and release. Repeated three 

Nil* Y0«K T«AIK. 

Test No. 7, — First trial. First car applied in .2 seconds. Fif- 
tieth car applied in 5.7 seconds. First car reached a pressure of 60.9 
lbs. in 3 seconds. Fiftieth car reached a pressure of J7.8 lbs. in 6.; 

First car released at ;8.8 lbs. and the fiftieth car released in 7^ 
seconds after the first. 

Test No. 7. — Second trial, failed. Trainpipe, 69.30 lbs. in the 
first car, Trainpipe, 70.3; lbs. in the fiftieth car. 

Test No. 7. — Third trial, 6iled. 

Test No. 7. — Fourth trial, failed. Trainpipe pressurt 69.30 lbs. 
first car. Trainpipe pressure, 66. 1 5 lbs. fiftieth car. 

Test No. 7. — Fifth trial: Engineer's valve open two seconds. 
Trainpipe pressure 69, 30 first car. Trainpipe pressure 66. 1 5 fiftieth 

The first car developed a pressure of 60.90 lbs., in z.7 seconds and 
the fiftieth car applied in 4.2 seconds from the movement of the 
engineer's valve, and reached a pressure of 57.75 lbs. in 7 seconds. 



Test No. 7. — First trial : Trainpipe 68.30 lbs., first car. Train- 
pipe 67.10 lbs,, fifueth car. 

In o.z seconds after movement of en^neer's valve, first ear applied 
and in 1.1 seconds reached a maximum pressure of 57.80 lbs. The 
fiftieth car commenced to apply in 2.6 seconds and reached a maximum 
pressure of 55' 55 lbs., in 3.6 seconds. Brakes all on, and all released. 

Test No. 7. — Second trial : Trainpipe 68.25 '•'*■> **"' '^"■ 
Trainpipe 67.20 lbs., fiftieth car. 

In 0.2 seconds from movement of engineer's valve first car com- 
menced to apply and in 1 . 1 seconds reached a maximum pressure of 
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57-75 lbs. ; fiftieth car commenced to ap- „_„__ 

1 ■ 1111 . TESTS 

plym 2.7 seconds and reached a maxunum 

pressure of 55.65 lbs., in 3.6 seconds. 

Test No. 7. — Third trial : A duplicate of trial No. * except the 

fiftieth car was 3.65 seconds in reaching 55.65 lbs. 

Test No. 8.— Special and Optional. 

Same as No. 7, except that the fifth to the tenth car inclusive was 
cut out. The New York Brake Co. did not choose to make thb trial. 

In practical operations it is often quite as important to know what 
can not be done as it is to know what can be done. 

The Westinghouse Co. made the trial. The handle of the engineer's 
valve was held in the emergency notch 1 second, as usual. In four 
trials the emei^ency action beyond the cut out cars did not take place, 
then the forward rush of air with its stored energy would release the 
brakes. 

Test No. 9. — Graduation Tests. 

A reduction of 8 lbs. in trainpipe pressure was made, then at 1 
minute intervals, fijrther reductions of 4 to 6 lbs, were made until res- 
ervoirs and cylinders were equalized. Repeated twice, 

Niw Yo» Tliun. 

Test No. 9. — First trial : Trainpipe pressure reduced to 8 lbs. 
Pressure in trainpipe, first car, 69.30 lbs. Pressure in trainpipe, 
fiftieth car, 67.10 lbs. 

First car applied to in 0,9 of a second after movement o{ engineer's 
valve, and the fiftieth car in 9 seconds. In zo seconds the pressure in 
the first car, 23.1 lbs.; fiftieth car, 15,75 'bs. 

In 1 minute pressure, in first car, 18,90 lbs,; fiftieth car, I0.50lba, 

Second application ; 

One minute, trainpipe pressure, 57.75 lbs. 

In 10 seconds, pressure in first car, 40,95 lbs,; fiftieth car, zi.oo 
lbs. In I minute, pressure in first car, 34.65 lbs.; fiftieth car, 13.65 
lbs. , - I 
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It was noticed that the effect of the 
second application was felt in the fiftieth 
car in 4 to 5 seconds, about one-half of 
the time of the lim application. This seemed to be the rule with both 
brakes. 

Several applications were made at minute intervals, the seventh not 
afiecting the cylinders in either car. 

Eleven cars were reported as not applying beyond the leakage groove. 

The second trial of Test No. 9 was similar to the first, until the 

third application, which applied the brakes in full, as the founh and 

fifth applications did not increase the pressure in either the first or 

fiftieth cars. 

Six cars were reported as not applying beyond the leakage groove. 

WuTIHOMOim T«A1N. 

Trainpipe pressure, first car, 68.15 ^^-'t fiftieth car, 67.20 lbs. 

In 0.5 of a second brakes applied in first car, and in 6.7 in the 
fiftieth car. In 10 seconds, first car, 8. 40 lbs., and in the fiftieth car, 
4.20 lbs., 

At the minute, first car, S.40 lbs.; fiftieth car, 7.35 lbs. 

Ten seconds after the second application, first car, 26. zj lbs.; 
fiftieth car, 15.75 ^■ 

Five applications were made in this test. 

Test No. 9. — Second trial : In 0.6 of a second brakes applied in 
first car, and m 6.9 seconds on the fiftieth car. This trial was similar to 
the others, except that seven applications were made. All brakes 
applied in both trials. 

Test No. 10. — Service Appucatios. 

Fifteen poimds to be admitted into cylinders, pressure noted then at 
the 5th, 10th, and 15th minutes. 

N.W YoK Train. 

Test No. 10. — The first car applied in 0.7 of a second, and the 
fiftieth car in 9 seconds. 

At 50 seconds, first car, 52.50 lbs.; fiftieth car, 38.85 lbs. 



""» Air Brake Tests 

At 5 minutes, first car, 47.25 lbs.; 
tieth car, 5.25 lbs. 

At 10 minutes, first car, 40.95 lbs.; 
iethcar, 2.10 lbs. 

At IS minutes, first car, 37.80 lbs.; fift 
After the first j minutes 6 cars had relea 
After 10 minutes 1 more were also off; 
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lethcar, st.iolbs. 
ed. 
all the others remained on 



■, 68.25 Ibs-J fiftieth car, 67.20 lb 
n 0,9 seconds, and in the fiftieth t 



; fiftieth c 



,S mmme.. „_ 

Trainpipe pressure, first ca 

Brakes applied in first car i 
6j^ seconds. 

In 40 seconds, pressure % 
26.25 ll>»- 

In 5 minutes, pressure in first car, 5.25 lbs.; fiftieth car, 4.20 lbs. 

At 'to and 1 5 minutes the readings were down to zero in both cars. 
The readings were aifected by the indicators and their connections. 
All of the cars applied. 

One car released at the end of 5 minutes, and in 1 1 minutes another 
car, and a third car in 1 2 minutes ; all the others remained on 1 5 minutes. 



Test No. 

o, except all the air 



IS exhausted from trainpipe by 



Same as No. 
emergency applii 

Ntw Yoiut TuAiN. 

All brakes applied, and none leaked ofF fiilly at the end of 1 5' minutes. 

WUTINGHOUSI T*AIN. 

Mr. Wm. Buchanan, Superintendent Motive Power and Rolling 
Slock, requested that the time be extended in this test to 30 minutes, 
which was done, the New York train being subsequently tested the 
same length of time on another track. All Westinghouse brakes applied 
and remained on the 30 minutes, except one car which leaked oiF, 

Test No. 12. — Release Test. 

Boiler pressure, 160 lbs.: With 70 lbs. in the trainpipe, all the 
air was discharged by an emergency application. A pressure of 90 



THE KARNER 
TESTS 



brakes, which released in 
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lbs. was ihen maintained against a dia- 
phragm y^ in, thick, perforated with 
j^^in. hole, and ^ record taken of all 
30 minutes. 



s 40 lbs. Six ( 



; released i 



Pressure 23 lbs. in 5 minutes. One car released i 
three in 3 minutes ; four in 4 minutes ; three in ^ minutes — or eleven 

At 10 minutes the pressure \ 
minutes ; ten in 8 minutes ; seven in 10 minutes. 

At 1 5 minutes the pressure in trainpipe was 47 lbs. Eleven cars 
released in 14 minutes. At the end of 30 minutes one car did not 

Win-IMGHOUSI TUIM. 

Trainpipe pressure at the end of 1; minutes, 10. jo lbs.; 10 minutes, 
38. S; lbs.; 15 minutes, $3.;; lbs.; zo minutes, ;9.8<; lbs.; 30 
mimites, 70.36 lbs. 

One car released in J minutes ; two in 6 mmutes ; six in 10 min- 
utes ; seven in 1 1 minutes ; nine in I z minutes ; ten in I ; minutes ; 
twelve in 1 8 minutes ; three did not release at the end of 30 minutes. 

Test No. 13. 

Test to determine the sensitiveness of the emergency valve. 

The first and fiftieth ear was cut from the train and cotmected 
together by hose ; 70 lbs. pressure was then maintained and discharged 
into the trainpipe through a diaphragm perforated with ^-in. hole. 
Each car to be tested singly, if desired. 



Trainpipe, 7 1 .40 lbs. First trial, emergency action occurred in 
both cars. Second trial, emergency action did not occur. Third trial, 
emergency action did not occur. Fourth trial, first car only, emer- 
gency action occurred. Fifth trial, emergency action occurred. Sixth, 
seventh and e^hth trials, with the fiftieth car, emergency action did 
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Trainpipe 71.4s lbs. First and fiftieth 
cars, emergency action did not occur. 
Second trial, emergencj' action did not occur. Third trial, emergcncj' 
action did not occur. Fourth trial, first car only, emergency action 
occurred. Fifth and sixth trials, fiftieth car only, emergency action did 

Test No. 14. 
Test to determine time of charging one auxiliary 
arranged as in test No. 13, only bt'akes cut out and 
bled off. Ninety lbs. pressure secured in 1 
pipe ; pump shut off and time of charging 

New Vobk TiiAiN. 

First car charged in 7 £ seconds. Fiftieth car charged in 60 seconds. 



T«Am. 

Fiftieth car charged in 80 seconds, 
ed in 69 seconds. Fiftieth car 



pressure 
and train- 
lbs, noted. 



First car charged in 70 seconds. 

Second Trial. — First car chai 
charged in 87 seconds. 

Running Trials. 

The Westinghouse irain was assigned to track No. 4 and the New 
York train to track No, 3. The governors ft>r the air pressure were 
set in the morning of the gih. The brakes on each tender were also 
adjusted after the locomotives vi'ere attached to the trains. 



DeUrmination of Speid of the Running Trains. 

It was impracticable for the Dynagraph car to be on either train, so 

electrical crips were erected on each track 88 feet apart, or -j'-j- of a 

Both tracks were supplied with these crips; one being located 88 
feet above the signal baimer ; another at the banner to give the initial 
speed, and the others at proper intervals extending several hundred feet 
below the signal baimer. These were in circuit with the electro-mag- 
netic pens of the recording mechanism of the Dynagraph car which 
stood upon a side track near where the stops would occur ; then by 
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running the paper as the train passes, 
the interval of dnie in running over the 
spaces would be recorded. 

The trips had a base-board 5 in. wide by 24 in. long, in the center 
of which was secured a block carrying a tripping pawl, which held in 
poution a gravity lever, its tiilcrum being near its lower end. Back of 
this gravity lever was a spring and contact point for a circuit closer ; 
the circuit was open when the gravity lever was up, but when released 
and falling, closed the circuit about ^ of a second ; then the spring 
opened the circuit during the last part of the fall to leave the circuit free 
to be closed and opened by the next trip, and so on. 

The forward truck wheel operated the tripping pawl. These trips 
were very careMIy adjusted as to the length of contact and the exact 
angle at which they would close the circuit during their &11. 

The records obtained from these trips after the air was applied only 
refer to the speed of the locomotives and not to that of the entire train ; 
the front, middle, and rear portions having different velocities for a few 
seconds during retardation. 

A banner directly over the tripping blacks in tracks Nos. 3 and 4 
was the signal for the engineers to shut off steam when the cabs were 
under it ; the levers being tripped at the same point, applied the air 
with a precision and quickness impossible by the engineer's valve. 

To pve the locomotives distance to work up the speed desired, the 
trains were backed two miles for thirty miles per hour and under, and 
for higher speeds three miles, and then ran side by side on parallel 
tracks to the signal banner at as near the same speed as possible ; with 
the exception of No. 4 run, both engines reached the banner nearly 
at the same instant. The trains were run with great skill ; much 
belter than it was thought possible to handle such long trains, and the 
engineers are entitled to great credit for their work. 

The tabulations of the observed data of the running trials are so 
explicit as to require but little Jlirther explanation, and this will gen- 
erally be given with the energy diagrams. The only calculatioiu in 
the tabulations are those for the speeds, from the times given by the 
crips, which have been carefully revised, and, with the exception of trip 
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No. 4, the initial speeds are closer 
approximaiions than are usually obtained. 

The time of stop only refers to the 
Westinghouse trun, as the other could not be observed from the car ; 
when the train parted, the time is shorter than the time of the move- 
ment of the locomotive. 

The gauge readings of the observers have been corrected to the read- 
ings of the standard gauge. In the running trials, the readings of the 
gauges on the trainpipe could be correcdy obtained, while those for the 
reservoirs and cylinders were more difficult to read correctly. In the 
live comparative runs, except in No, 4, the train running the farthest 
had the highest trainpipe pressure, but the slower rate of development 
in the cylinders, though finally attaining a higher maximum pressure. 

The time of application per car and train were given in the standing 
tests in the tables of No. 6 tests, and the curves of development of 
pressure per cylinder by the indicator diagrams of the same tests. 

Energy Diagrams, 

From the observed speeds of the locomotive, for each train and trial, 
curves of their retardation were plotted by fiill lines for the observed 
spaces, then to the point of the stop by a broken line, the latter being 
only a general approximation. 

There was also added an approximate curve of broken lines or 
dashes to represent for the center of gravity of the train its total energy 
and rate of destruction. There should also be added a third curve to 
represent the enei^y of the rear unbralted cars ; for as they continue 
their speed they not only compress the draw-bar springs but push the 
front of the train and locomotive beyond the point where they would 
have stopped had their rate of retardation remained unchanged. This 
is shown in all the energy diagrams. 

In the slower trials it was about 3 seconds before the locomotive 
was affected, while in the higher speeds it was 4 or more seconds. 
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In the energy diagrams showing the 
curves of both trains, in trial No. i, 
diagram in Fig. loi, the speed of the 
locomotives was retarded in the first 88 fc, and had the same rate con- 
tbued would have stopped many feet short of the actual stop. In the 
second 88 ft. the locomotives were pushed forward by the energy of 
the rear cars; while in the next 88 ft. the locomodves were again 
being retarded by the triun. 

' The general changes in tension and compresMon on the draw-bar of 
the locomotives at Karner are illustrated by a special diagram. Fig. 
loz. 

Trial No. z, diagram in Fig. 103, at 32 miles per hour, with over 
59,000,000 foot lbs. of enei^y to destroy, b one of the moat impor- 
tant diagrams of the series. The vast amount of energy was not only 
quickly destroyed, but without the slightest injury to the trains. 

The speed of the locomotive for the Westinghouse train was obtained 
to within a few feet of the stop and shows closely its curve or retard- 
ation ; first, the rapid retardation ; second, the checlung of its rate ; 
third, rapid retardation. 

The obtained speed of the locomotive of the New York train is one 
space short of the Westinghouse train, yet its curve of retardation is 
closely shown. 

Trial No, 3, diagram in Fig, 104, a speed of 34.48 miles per hour, 
shows a total energy of 68,598,814 foot lbs. for each train, capable 
of doing wort equivalent to raising the entire train over 40 ft, above 
the track. Anyone will understand that if a train was allowed to &1] 
40 ft., the locomotive and every car would be a wreck. The same 
amount of energy was destroyed by the brakes in a harmless way in 
about one-fourth of the train's length, a broken knuckle on each train 
being the only thing to indicate that any great amount of work had 
been done. The speed for the distance run was a greater tan upon the 
locomotives than in the preceding trials, the steam and air pressure 
falling slightly. Both trains parted just before the stop, an allowance 
being made in plotting each curve as shown on the diagrams. 

Trial No. 4, diagram in Fig. loj, was ordered for a speed of 40 
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miles per hour ; the engineers, as quick as 
the Slop was made, to release and see which 
could back up their train first. 

The engines passed by each other three or four times in trying to 
equalize their speeds. The dbtance was too short to do ao and have 
the entire length of the train all in uniform motion, so the initial speeda 
given by ihe locomotives did nol give the speeds of the train as closely 
as in the other trials. Both trains paned, and someone instantly closing 
the trainpipe cocks on the front of the trains, the engineers released at 
once and backed against the rear portions before the partings could be 
measiuvd. Both trains had to be repaired before they could be coupled. 

Trial No. 5, diagram in Fig. 106, was in the nature of a service 
stop, the air being discharged through a diaphragm perforated with 
a -^-in. hole placed in the tripping device pipe for each locomotive. 
The air was applied faster than through the engineer's valve ; however, 
the train was not sensibly affected until the third space was reached ; 
the 46,506,420 ft. lbs. of energy to be destroyed required 32 seconds, 
and the long distances run in which to do it. 

Trial No. 6, diagram in Fig. 107. The cars of the two trains 
were switched and made up into mixed trains. Forty-five cars were 
distributed, as follows : 5 Westmghouse, 1 o New York, 1 o West- 
inghouse, 10 New York, and 10 Westinghouse in the rear. The 
speed was 27.75 miles per hoiw; 40,539,744 ft. lbs. of energy to be 
destroyed. The curve of retardation of the locomotive is sinuous, the 
tnun parting in two places. 

Trial No. 7, diagram in Fig. 108, 55 cars were distributed, as fol- 
lows: 5 New York, 5 Westinghouse, 5 New York, 10 Westinghouse, 
10 New York, 10 Westinghouse, and 10 New York on the rear of 
the train. The speed was ordered for 30 miles per hour, and run ex- 
actly, having 56,480,436 ft. lbs. of energy to be destroyed. Train 
broke in two. 

Shocks occurred to both of these trains. The energy diagrams for 
the same and different trials show, irrespective of the kind of brakes, 
the value and importance of dme in the application. Comparing No. 
1 Trial with No. 2 and No. 3 of the Westinghouse train, plotting 
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TWCTC "^'' ^'^^ *^'"" *^ Stopping points (Dia- 

gram in Pig. 109), No. I, with a speed 
of 26.78 miJea per hour, stoppad in 270 
in length ; the energy destroyed being 
381,28a ft. lbs. The train in Trial No. 2, for the same distance 
still to nui, had a speed of 30.5 miles per hour, the air having been 
applied about 2 seconds, and destroyed over 52,000,000 ft. lbs. of 
enei^. No. 2 reduced to the same speed as No. I started with, 
when the air had been on about 4j^ seconds; No. 2, therefore, 
destroyed as much energy b the last 1 74 ft. as No. I did in 270 ft. 

The comparison between Nos. 1 and 3 (Diagram in Fig. 110) is 
still more striking ; when No. 3 had the same distance to run as No. I , 
there were 59,000,000 ft. lbs. of energy still to be destroyed, and in 
the last 166 ft. No. 3 destroyed as much energy as No. 1 did in 270 ft. 
The increase of the coefficient of friction as the speed decreased 
helped to more rapidly destroy the energy, but it was largely due to the 
more complete application of the air per car and train. From thb the 
importance of applying the air as quickly as possible per cylinder and 
train is clearly indicated. 

A comparison of Trials Nos. 1,2, and 3 of the New York train, 
m Figs. 109 and 1 10, shows the same general results, except that the 
distances run were longer to destroy a similar amount of energy. 



As shown by the energy diagrams, some shocks were likely to be 
experienced in destroying the vast amount of energy in the moving 
trains, and, fiirther, the magnitude of the shocks, as shown by the tabula- 
tions, was affected by the time required for the brakes to become effec- 
tive from the first to the fiftieth car. The shocks of greatest magnitude 
did not occur when the brakes were first applied, nor at the final stop, 
but, for the trains tested, between 4 and 5 seconds after the air was 
applied in the emergency stops. Although not measured, yet it was 
longer in the service stop, as shown by the diagrams. 

Although incidental to these trials, the time of application of air 
from the first to the fiftieth car u here given, and the occurrence of 
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TESTS shocks on the fiftieth ear on the Wcat- 

inghouse train as observed with spedal 

electrical apparatus. 
Trial No. I , interval after application first car to application fiftieth 



car, 1.45 seconds. 

Trial No. I, interval after applies 
5.70 seconds. 

Trial No. 2, interval after applici 
car, 1.68 seconcU, 



first car to shock fiftieth car, 
first car to application fiftieth 
first car to shock fiftieth car, 
fiftieth 



Trial No. X, interval after appli 
S.73 seconds. 

Trial No. 4, interval after application first car to applii 
car, Z.41 seconds. 

Trial No. 4, interval after application first car to shock fiftieth 
4.94 seconds. 



Note. — Trial No. 



.s lost. 



Table XXXVI. 



Compirigons of " Giltoiu Tabic No. X," by die distance run in feel itler five 
Kcond intervals showing reductions of cttelScient of friition. 



Speed ind 


...Secon.. 


,..«..... 


ts^i. 


V^^. 


lomila 
Reduction 


147 feet 

.15X 

.OJO 


194 feet 

■IJ3 
.019 


44-fc« 


S88fbet 
.099 
.019 


17 miles 

.171 
Reduction 


,98 feet 

.IJO 


396 fret 
.119 


594 feet 
.081 
.038 


79»6« 
.071 
.009 


37 miles 


,096 
.056 


544 fe« 
.08, 
.013 


816 feet 
.069 




47 miles 

.131 
Reduction 


345 fcn 
.ail 


691 feet 






bomUes 


440 feet 
.063 
.009 


BSofret 
.058 
.005 







''"^"^^ Air Brake Tests 

THE KARNER 

No instrament was prepared t TESTS 

line of che shocks in the New York 
, but the observer for the fiftieth car 
said it occurred about as soon as they could get braced for it afi 
ieeling the brakes apply. 

These (rials showed that, within che practical limits of applying : 
to the train, the shocks were rendered so small as to be of no momer 



The Coefficient of Friction. 

The trials at Karner indicated that the distance ru 
quite as important a factor as time 



coefGcient of dynamic friction. 



after che shoes 
in reducing the 
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As che coefficient of static friction appears to be practically c 
aC tlifferent speeds, the constant brake-shoe pressure in the trials caused 
the coeiiicient of dynamic fncdon to be a very small percentage of the 
static coefficient at higher speeds. 

The approximate percentages of the coefficient of static friccion 
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realized by the coefficient of dynamic 
friction at Karner trids Nos. i, 2, and 
3 for each train are given below. 

Approiimatc curves from some of the above figures were plotted 
upon the diagrams. Figs. 109 and 110, and indicate some of the many 
complicated phases of the brake problem. The verdcal height of the 
curve represents the percentage of the static coefGcient that is obtained 
by the dynamic coefficient at the speed shown by the retardation curves 
above, and at the proportion of stop shown by the horizontal scale in 
feet. 

With the M. C. B. standard of 70 per cent, of the wright of the 
empty frnght cars as pressure on the brake shoes, even after the air was 
tiilly applied, nowhere near the fiill value of the coefficient of stadc 
friction was realized until near the stop. 

The coefficient of static friction with a dry rail has a safe working 
value of .290 for the weight of the empty cars used in these trials, and 
on the energy diagrams were approximately represented by the line 
marked 30 miles per hour. The apace below that line to the curve 
obtained shows the possibilities of practice — the length of stop being 
correspondingly reduced. For a "moist, slimy" rail the coefficient 
reduces to about . 200 ; the line marked 2 5 miles per hour approximately 
represent! the working limit of static friction. 

Conclusions. 

Referring to table No. IX. ( The Galton Trials), giving the approx- 
imate coefficients of dynamic friction at different speeds, it will be 
readily seen that to utilize more nearly the frill value of the coefficient 
of static friction for the fastest passenger trains and loaded freight trains, 
the brake shoe pressure must be largely increased, at high speeds, re- 
ducing as the speed decreases. 

The curves indicated that at 60 miles per hour the brake shoe pres- 
sure could be doubled, reducing to about 1 ^ times at 40 miles and 
to the ordinary for the stop. 

For heavy or high speed trams, the energy to be destroyed is so great 
that the brake mechatusm inust n4t only be efficient but ample to bring 
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irom the distant to the home signal. 

The trials at Karner also showed the 
increase in coefficient of friction due to ume of application. TTu» 
feature, and the rear unbraked cars running up againsi the front braked 
ones, seem to have modilied the mean curves of realized static friction, 
so that the curves are not continuous but have two branches, the least 
modiiication from a continuous curve being in the shortest stop. This 
will be noticed in the friction diagrams. Figs. 109 and 1 lO. 

The locomotive had the air applied the fiiil time, the next car a fi^ic- 
tion of a second shorter, and so on for each car, the time rcdudng to 
about 8.; seconds on the fiftiei car. The curve of friction for the 
front and rear cars of each trun would be quite similar to those shown 
in the diagram in Pig. 109, the curve for the front cars corresponding 
to the curve for No. 1 trial, and for the rear cars to the curve of 
No. I, the quickness and intensity of action increasing from the front 
to the rear of the train. The strains thus induced or grouped had to 
be equalized by the draft rigging, which broke In each train for alt 
emergency stops after the second trials. 

Examinations under the microscope of the surface of a few of the 
worn cast-iron shoes showed in general abrasion at all speeds, but they 
indicated at high speeds a wearing away of the metal by flowing off 
and reducing to thin flakes, some portions attaching and tilling interstices 
made in preceding slops, others detaching in small parucles ; while at 
slow speeds, especially near the stop, the metal seemed to be torn out 
in larger particles, scoring deeper and producing an effect similar to that 
of sanding the shoe, though in a less degree. 

The M. C. B. Association recommendations of tests for standard air 
brakes did not state whether the time interval of 3J4 seconds from the 
first to the fiftieth car, and 55 lbs. pressure in the latter, should be 
measured on a ;o-car train, either standing, running, or on a rack. 
The time obtained from rack tests, 6-in. piston travel, indicated .j of 
a second less than obtained in the standing tests. 

In the time of applying the air lo the entire train, the tests at 
Karner indicated tJie great advance made in braking over the experi- 
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THE SANG HOLLOW TESTS. 

In the summer of 1900 a very extenwve series of tests were made 
by the Pennsylvania Railroad Company on their West Penn Sang 
HoUow extension, just east of Bolivia, Pa. 

The principal question that was to be decided by these tests was the 
advisability of operating air brake equipments of the Westinghouse Air 
Brake Company and of the New York Air Brake Company in the 
same train, It is a well-known fact that whereas the construction of 
the triple valves of these two makes of brakes very closely resemble each 
other in principle, their action in emergency application is quite difierent, 
due to diiference in construction and operation, so that in making certain 
kinds of stops the behavior of the brake for this reason is different, and 
the question was brought up whether the two could be operated in the 
same train with safety and reliability. 

The Pennsylvania Railroad determined to settle this question for 
themselves, and obtained from both of the above-mentioned companies 
fifty of their then standard freight triple valves and made a thorough 
series of tests upon a 50-car freight train with, first, all of the cars 
light, and, second, with 48 out of the 50 cars loaded as &r as 
possible with just 80,000 lbs. of pig iron. As the loaded train tests 
may be considered of more importance from a practical point of view, 
the results of these alone are given herewith and the conclusions based 
upon them. 

The portion of track selected on the Sang Hollow division was 
practically level and free from such curves as would impose disturbing 
elements in the results of the test. It was carefiilly divided off" into 
certain equal distances, stakes driven beside the track at each point, 
in order to determine the speed of the train when the brake was 
applied, and the distance run during the stop. These stakes were 
placed 100 feet apart and were so distributed that 88 stakes were 
passed before reaching the tripping point for automatically setting the 
brake, and were carried beyond this point for 3,500 feet. The usual 
electrical mechanisms for measuring speed and time were employed, and 
both standing and running tests were made to detennine the rapidity and 
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power of application quiie similarly to 
those just described in the Kamer tests. 
In the present trials the number of dif' 
ferent tests were much lai^er than in the Kamer trials and covered a 
wider range of variations in make-up of train. No official report of 
these tests was ever published and consequently the description herewith 
gives simply the results in tabulated form, without entering into any 
details of each test. 

As mentioned above, 48 of the ;o cars were loaded ; the first and 
fiftieth were light and used for the purpose of making records of the 
tests. Gauges were connected to the trainpipe, and lo die reservoir, 
and also lo the cylinder in the first, twenly-fiith, and fiftieth cars ; in 
the latter was also placed a slideometer. 

The runs were divided into three series ; first, with the New York 
triple valves ; second, with various mixtures in the same train ; third, 
with the train equipped throughout with the Westinghouse triple valves. 
Each of these series were to be run at two speeds, viz. : zo and 
35 miles per hour. The trainpipe pressure throughout was 70 lbs. 
The gauges used in the engines and on the reservoir and trainpipe of 
the first car were tested every day and a correct table kept covering 
the day's run. Before starting each day, the trampipe was tested to 
determine leakage, and the piston travel throughout the train was noted. 
This latter was adjusted to be not less than 5j^ inches nor more 
than 61^ inches. 

Stops were made with the following different applications of brakes: 
ist, emergency ; 2d, fiiU service ; 3d, 6 lb, service reduction j 4th, 
emergency following 6 lb, service reduction. The emergency pro- 
ceded by a 6 lb. service application was arranged for the preliminary 
service reduction to occur at the following distances in feet before pass- 
ing the trip to apply the emergency : loO, 150, 200, 150, 300, and 

completed, a supplementary series was 
added using 90 lbs. trainpipe pressure. This series was run with 
emergency application, full service applicadon and emergency preceded 
by 6 lb. service reduction at 300 ft. The emergency and fiill service 
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20 miles per hour. 

All but two of the tests are recorded as having been made with the 
intended trainpipe pressure, so that the complications that might arise 
from variations in this pressure are almost entirely eliminated. Each 
length of stop was corrected irom variations of speed from that intended 
and the results of the various tests are given herewith in table No. 

XXX vin. 

In making the coirecciona for dbtancea traveled by the train at the 
observed speed, the distances were assumed to vary inversely as the 
square of the speed. Corrections in distances on account of variations 
in cylinder pressure were made on a basis that the distance traveled is 
inversely as the mean cylinder pressure. As slated before, this cor- 
rection was practically eliminated in reference to the slops under consid- 
eration, due to the fact that the trainpipe pressure was, generally speaking, 
very closely to that desired. For the sake of comparison the data in 
the foregoing table was segregated according to the applications of the 
brake, thus showing more clearly the effect produced by an intermixture 
of the two systems. 

Emergency Application. 

The results found for the emergency stops made with a trainpipe 
pressure of 70 lbs., are shown in table No. XXXIX. 
Table XXXIX. 
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brakes each alone was an average of two 
runs only, one of which exceeded the 
other by about j^. The relative length 
of Btops, therefore, for thb speed are not altogether reliable and too 
much importance should not be attached to them. This is to be 
regretted aa this feature of the tests was one of the most important for 
satb&ctory determination and should have been represented by the 
average results of a large number of stops. 

Fall Service Application. 
Only one stop of each kind was made for this series, so that a com- 
parison of results is useless, and a separate table of this application is 
omitted. 

Emergency, Preceded by 6-lb. Servite Application at ^00 Ft. 
It was intended that the preliminary service application should be 
made with a 6-Ib. trainpipe reduction in all these tests. This reduction, 
however, varied considerable, although it averaged about 6 lbs. As a 
result of these variations, the cylinder pressure, due to the preliminary 
application, varied also. The results of these tests are j^ven in the 
following table : 
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In each stop made with 3 Westinghouse brakes, followed by 3 New 
York, and then zz Westinghouse, followed by 22 New York, the emer- 
gency jumped the 3 New York brakes, so that quick action occurred in 
all Westinghouse brakes, but on none of the New York brakes. No 
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other case occurred in any of the tests 
where quick action in the Westinghouse 
brakes was not interrupted and discon- 
tinued by following the intervening New York brakes. In stop* where 
25 Westinghouse brakes preceded 15'New York brakes, quick action 
occurred on all of the Westinghouse brakes, but on none of the New 
York brakes, thereby causing excessive shocks to the back end of the 

Emergency Application Preceded by 6-lb. Application at joo Ft. 

These stops were all made for a speed of about zo miles per hour. 
Only one stop was made with each combbation of brakes, and the 
distances traveled cannot, therefore, be aastmied with certainty. The 
results of these tests are given in Table No, XLI. 



AntKgcmcM of Br^kct. 
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402 
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443 
555 




J5 New York, 15 Westinghouse 

19WBringh01.se, 4 New York, 17 Walinghouse 

.9 New York, 4 Westinghoiue, 17 New York 



It will be observed in the above table that the length of stop where 
25 Westinghouse preceded 25 New York brakes, was about g^ longer 
than for ;o Westinghouse brakes alone; whereas, where 19 New 
York brakes preceded 4 Westinghouse, and then 27 New York 
brakes followed, the length of stop was nearly 49^ greater. In these 
tests the erratic behavior of the New York brakes, when in com- 
bination with the Westinghouse brakes, was very manifest. The char- 
acter of the application throughout the train and the mean final 
cylinder pressure was the same where 50 New York brakes were used 
alone ; where 2 5 New York preceded 2 5 Westinghouse, and where 
19 New York were followed by 4 Westinghouse and 27 NewYork; 
but the length of stop for each of these combinations difiercd largely. 
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Emergency, Preceded by 6-Lb. Service 

Application at Various Short 

Diilancei. 

AU of the stops in this series were made at a speed of about 2 a 
miles per hour, and the make-up of the train was in every ease either 
lo Westmghouse followed by lo New York, 15 Westinghouse and 
1; New York, or 10 New York followed by 10 Westinghouse, i 5 
New York and 1 5 Westinghouse. The results are shown in table 
No. XUL 

Tabu No. XLII. 
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The first stop shown in table No. XLIL was practically a regular 
emergency stop, since no triple valves of the New York Brakes had 
been acted upon by the service reduction of trainpipe pressure before 
the effect of quick action in the emergency application reached them. 
In all of the slops where New York brakes were in the lead, quick 
action failed to apply throughout the train similarly to the preceding 
series. Some very erratic features in the operation of the brakes was 
also noted in the stops of these series. 

Concluiions. 

Ordinary emergency stops were about 12^ longer with the New 

York than with the Westinghouse brake equipment. In emergency 

stops preceded by service application, those made with the New York 

brakes were found to be from 17 to 32^ longer than those made with 
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the Wesdnghouse brakes, depending upon SANG HOLLOW 
the conditions. Where the New York TESTS 
brakes were mixed with the Westing- 
house, the operation of the combination was generally better than 
when the New York brakes were used alone, if the Westinghouse 
brakes arc next the engine. When New York brakes were next 
to the en^ne, very erralic and incomprehensible action took place. 
In all cases of emergency preceded by service applications where New 
York brakes were so placed, ihe quick-action feature of both kinds of 
brakes was destroyed. What took place was a full service application 
under conditions which caused that application to be made very 
promptly and effectively. An emergency stop with the Westinghouse 
brakes, at a speed of lo miles per hour, after a previous application 
at 100 ft., was made in a distance of 355 feet. With 10 New 
York brakes preceding i o Westinghouse, 1 J New York and I J West- 
inghouse, the stop was 514 ft., 45^ greater than the Westinghouse 
stop, where the service application preceded the emergency by 300 
feet. The stop at 20 miles per hour, with 19 New York brakes, 
followed by 4 Westinghouse and 24 New York, exceeded the atop 
of 50 Westinghouse by 49^. Since many of these stops were single 
ones and not an average of a number of each kind, the above men- 
tioned results cannot be assumed with certainty, but the results showed 
the erratic action of the brakes when the two systems are mixed 
together. 



)0( 



UigniaOb, Google 



THE SHIPROAD TESTS. 

These tests occurred in October, 1894., upon the main line of 
Pennsylvania Raiiroad, just west of Philadelphia, and are chiefly inter 
ing 13 being the first tests made upon what is known aa the Iiigh-sp 
brake. Whereas the results may not have been as accurately obtajj 
as those of subsequent trials, they showed most convincingly the gr 
advantage of the high-speed apparatus, and were very useful in bringi 
to the attention of railways, as well as pointing out to the brake coi 
panies, such defects as may hav; been embodied in the primitive desi. 
of such auxiliary apparatus as went to make up this equipment. 

The tests were made upon a train of locomotive and 6 passeng 
coaches, and were divided into two series made upon consecutive day 
The first series was called the preliminary test, and included sever, 
runs, at speeds approximating 45 miles per hour. The crainpipe pre; 
sure was 70 lbs, for the ordinary quick-action brake, and 100 Iba, fo 
the high-speed brake. The runs of the second day repeated those o 
the first, except that the speeds were raised 10 60 miles per hour. 

The grade of track ac the point where the tests were made was 29 
feet to the mile, descending. On both days the weather was fair and 
the rails dry. The braking-power percentage on the cars was obtained 
fi'om indicator diagrams taken by instruments in each car. The total 
wright of the train was 564,000 lbs. 

The results of the tests arc given in the following tables. Test No. 
I of each series is omitted because of the figures being untrustworthy, 
due to trouble with the recording apparatus. 

TTie average length of stop in feet from a speed of 4 5 miles per hour 
with 70 lbs., irainpipe pressure was 688.5. "^^^ average length of 
stop in feel from a speed of 45 miles per hour with loo lbs., irainpipe 
pressure was 574. This gave a percentage in length of stop in favor 
of 100 lbs, irainpipe pressure as against 70 lbs. of 17^, 

The average length of stop at 60 miles per hour at 70 lbs, irainpipe 
pressure was I,6zo ft. The average length of stop at 60 miles per 
hour with 100 lbs. Irainpipe pressure was 1,329 ft., giving a per- 
centage of average length of stop in favor of loo lbs. as agaimt 70 lbs. 
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THE SHIPROAD 
trainpipe pressure, of I %%. The average „„„_„ 
length of stop with 109 lbs. trainpipe pres- 
sure was 1,167 ft' J so that the percentage 
of length of stops in favor of 109 lbs. as against 70 lbs. trainpipe pressure 
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NASHVILLE LOCOMOTIVE BRAKE TESTS. 

These testa were carried on upon the Nashville, Chattanooga & St, 
Louis Railway at Nashville, Tenn., under the supervision of the 
Assistant General Manager of" that line and were reported by the Press 
and Printing Committee of the Air Brake Association in 1895. The 
tests were made for the purpose of ascertaining the difference in length 
of stop obtained if the engine was reversed when the air brakes were 
applied and the wheels locked, (rora thai if the air brakes alone were used. 

One of the locomotives of the road was especially equipped with 
the latest style of push-down cam brake having 75 per cent, braking 
power, and the engine was put into such good repair and condition 
that the desired data would be complete and reliable. The tests were 
carried on for six days, making nearly loO runs, and the records given 
in the following table are averages taken from the total number. 

Data, — Braking power on driving wheels of locomodve, 70 per 
cent.; braking power on wheels of tender 100 per cent, of light 
weight ; braking power on wheels of N. C. Sc St. L. coaches 90 per 
cent.; braking power on wheels of Pullman sleeping cars, varied from 
40 per cent, to 101 per cent. 

A trip was placed in the track to open the trainpipe. A second trip 
was used CO open the signal pipe, thus giving the en^eer a signal to 
reverse the engine simultaneously with the application of the air brakes. 
Engine was equipped with a Boyer speed recorder which was tested 
each day. 

The following order of operation was followed : First, brake 
applied ; second, engine reversed ; third, sand lever opened. 

Track was level, and in beat possible condition. 

Teats were made under the most fevorable circumstances. 

The deductions to be drawn from the tests may be summed up as 
follows : 

First : — The shortest reliable stops will be made by retarding power 
which is most quickly developed and maintained to the highest posMble limit 
during the entire stop, consistent with safety from skidding wheels, such 
as the air brakes give, and b confirmed by records in the following table; 
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MOTIVE BRAKE Second : — The retarding power given 

TESTS ^y jjjg |jj|j,|j pressure in the ateam eylin- 

dera when the engine is reversed fluctuates 
and is too inconstant to be relied upon. As soon as the back pressure 
developed is greater than the adhesion between the wheel and the rail, 
the driving wheels will revolve backwards and lose all retarding force. 
Trials were made throwing the reverse lever ahead sufficient length of 
lime to release the wheels and get them running forward again, but so 
much time and distance were lost in this effort that the stop exceeded 
in length that made by leaving the lever in the back motion after it had 
been placed there. The length of stop was the same, whether the 
cylinder cocks were opened or closed. When the engine was reversed 
without brakes the wheels did not lock rigidly. 

Third: — The length of stop made with air brakes applied and 
engjne reversed, while being longer and extremely injurious to the tire 
from skidding and making flat spots, is not as long as was expected, but 
is satisfactorily accounted for by the fact that as the flat spot grew 
during the stop, and, with the heat developed, gave a larger and better 
surfice to the rail for adhesion. The atop was longer than those made 
with the brakes alone and was very costly. The results of these tests 
should determine the inadvisability of using the reverse lever in con- 
junction with air brakes. 

Fourth : — Sand is a good thing if judiciously used, but if used after 
wheels are skidding will produce flat spots and will not unlock the 
wheels after they commence sliding. A superabundance of sand is not 
quite so effective as a moderate amount, TTie best results were had 
from a rail upon which sand remained from a previous stop. 

Upon a rail thoroughly "saturated " but not burdened with sand, 
it was impossible to slide the wheels under the conditions which pre- 
vailed. On straight track, if sand reached the rail before fiill retarding 
power was developed by the air brake and the back pressure in the 
steam cylinders with engine reversed, wheels would not lock or slide ; 
but on curves where engine rolled about, the adhesion between the 
wheel and rail, even when increased by a free flow of satyl, would be 
broken and the drivers would lock and slide with disastrous results. 
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Several of die "Unexpected Emergen- 
cies," as recorded in Nos. 29 and 31, 
were made on curves, but the majority 
were made on straight track. If sand valves were opened before brakes 
were applied and engine reversed, the wheels would not lock in 
" Expected Emergencies," but the delay in applying retarding power 
would slightly lengthen the stop over that had by the use of the air 
brakes alone. 

Fifth : — In making the " Unexpected Emergency " stops the 
drivers would invariably lock when en^e was reversed and flat stops 
were had. In one instance the engineer, who was unusually expert 
and active, got tangled up with the reverse lever and did not succeed 
in reversing the engine with his first effort. The train ran considerably 
farther than the length of stop pven in No. 29. The lirae consumed 
by the engineer in applying brakes, reversing engine, and opening sand 
valves was i J^ seconds, which is very much quicker than the feat can be 
accomplished ordinarily. When also considering the fact that a certain 
length of time is consumed by the engineer recovering from the bewilder- 
ment of " Unexpected Emergencies," it would seem impossible for him 
to get sand on the rail before the wheels would lock if he were to 
reverse his engine after applying the brake. The "Expected Emergency" 
given in No, 30 was a good stop, but engineers seldom meet expected 
emergencies. 

Sixth : — The Pullman cars were not braking as they should, as the 
piston travels on all cars varied from lo to 12 inches. After the slack 
was taken up better stops were had. The percentage of braking power 
on these cars had an abnormally wide range. The condition of the 
brake apparatus on the N. C. & St. L. coaches, which were taken ft'om 
service without any preparation for the test, speaks elocjuently for the 
system of maintenance of brakes on the N, C, & St. L. R'y, Tests 
Nos, 32 and 33 were made by backing the car with the engine until 
the desired speed was developed, then the angle cock was closed, 
engine detached, and hose uncoupled. The angle cock was opened at 
a certain point, from which the stop was taken. 



THE ABSECON TESTS. 

The objea of these teats was to obtain reliable data of the stopping 
power of the high-speed brake, as compared with the ordinary quick- 
action brake on passenger trains. In view of the fact that in 
preyious trials speeds were not determined by accurate methods, it was 
decided that in making the present tests the following general method 
should be followed : 

First : — Slops should be made on a practically level track ; the 
brakes to be always applied at the same point. 

Second ; — An accurate method should be used to record the speed 
of the train, not only at the moment of the brake application, but also 
during the whole stop, so as to dctennine the rate of retardation during 
the stops from different speeds. 

Third : — That stops should be at progressive speeds, at as nearly as 
pos^ble 20, 30, 40, ;o, 60, 70, etc., miles per hour. 

Fourth : — That the train should be variously made up, so as to rep- 
resent as &r as possible the different classes of trains used in actual 

The trials were made on the Atlantic City diviaon of the West 
Jersey Si Sea Shore Railroad, on the long tangent which terminates 
near Abaecon. All slops were made on the southbound track. The 
emergency applications were automarically made by a trip block placed 
beside the track at the zero point or trip. The stopping track was 
approximately level, but the approaching grades were, as a rule, in 
&vor of the train attaining speed. Electric contact breakers were 
arranged to break and again make the circuit. The circuit breakers 
were placed in a series beginning 396 ft. in advance of the zero 
point or trip, and continuing 5,100 ft. after passing that point. 
Those in advance of the zero point were spaced 66 ft, apart, while 
those after passing the trip were spaced 100 ft. apart. In the same 
circuit with the breakers were the necessary batteries and two chrono- 
graphs, each arranged to record on a paper-covered drum, revolving at 
a uniform rate, the time interval between the breaks in the track circuit. 
Accurate circuit breaking c1ccl;s recorded the tune intervals on the same 
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paper, so that the actual elapsed time 

between any two breaks could be directly 

measured. 

As the train passed each circuit breaker a flexible wiper placed on the 

tender caused a break, and each of these breaks were instantly recorded 

by the chronographs. Thus by the time interval between passing the 

circuit breakers in advance of the zero point, the initial speed of the 

train before the brake application was determined, and its retardation 

during the stop was shown by the lengthening intervals of time required 












In table XLV. will be found the weight of the engine on the truck 
and on the other wheels ; also the weight of the tender ordinarily 
loaded, and of each car in the train, together with the percentage of 
weight on the rail which was braked. 

The feature which disringuishes the high-speed brake from the ordi- 
nary quick-acting one, is the reducing valve shown in Figs. 1 1 1 and 1 1 z. 
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One such valve ia attached to each brake „_p_. 

cylinder. Its function is to allow ' 

momentary increase of pressure over tJ 

which is permissible at the time of the stop ; this pressure gradually 

leaking off. 

As the tests were to prove the relative performance of the qmck- 
acting brake, carrying 70 lbs. trainpipe pressure, and the high-speed 
brake, carrying 1 10 lbs. trainpipe pressure, at different speeds and with 





Totil 


JFE 


Hi. 




sSLb.. 


S8L... 


Locomglivt, 6 Coaches, iuid Chair Cm 


774,650 
667,050 
371.350 
588,700 

♦8.,.oo 
194,700 


7i.8 
73' 
9»-9 
66.1 

65-5 
48.5 


lit 


Si» CoKha only 

Locomodic, 3 Coaihn, and Chair Car .... 


99-4 
73-3 


Locomotive only 



various arrangement of trains, the fiill programme was made of the tests 
proposed, and it was decided that the tests should be made at a series 
of progressive speeds, the same speeds, as far as practicable, being 
reached with each brake. The speeds desired were those commencing 
at lo miles per hour and increasing by steps of 10 miles per hour, 
ujitii the highest attainable one was reached. 

The following arrangements of train were decided upon ; 

Locomotive, 6 coaches, and 1 chair car. 

Locomotive and 6 coaches. 

Locomotive, 3 coaches, and 1 chair car. 

Locomotive and 3 coaches. 

Locomotive alone. 
The weights of each of these trains, and the percentage^l»^)^,f^idi 
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the cylinder pressures attained in both t^sTS 

the quick-acting and the high -speed brake, 
are shown in table XLVI. 

An engine was taken from service and equipped with brakes on the 
trailing wheeb in addition to those on the drivers and truck. By chit 
arrangement the brakes on the drivers and trailers were equalized and 
operated by two 1 2-in. cylinders, but a separate cylinder, triple valve and 
reservoir were applied to the engine truck brake. The enpne was also 
equipped with the trip cock used by the Westinghouse Air Brake Com- 
pany for automatically venting the trainplpe during the emergency 
stops. A special trainpipe gauge was placed m the en^e cab, as well 
as the recording voltmeter of an electric speed indicator. The tender 
was equipped with a high-speed reducing valve. 

Each of the 6 coaches was equipped with a reducing valve suitable 
for a 12-in. cylinder. Five of the cars were fiimished with brake 
cylinder pressure indicators, supplied by the Westinghouse Air Brake 
Company. These are simply steam engine indicators, in which the 
ordinary paper dram is replaced by a larger one driven by a clock 
escapement. The indicator cards show the pressure per square inch on 
the ordinates and the seconds on the abscissas. These five cars were 
■ also equipped with cylinder and reservoir gauges, and two of the cars 
with trainpipe gauges. 

The Pullman car was equipped vrith a reducing valve, but not with 
any gauges or indicators. The brake equipment of the entire train wat 
overhauled before trial, but, as It proved, some of the triple valves were 
not in the best possible condition. In this respect, the train ^ly repre- 
sented, as a whole, conditions which are readily duplicated in service. 
All the cars, as well as the tender, were equipped wjth the ordinary 
cast-iron brake shoes, which had been worn to a fair bearing before 
the trials began. The shoes which were worn out during die ttiab 
were replaced by others partly worn, to remove the hard external scale. 
The shoes on the engine were steel castings ; those on the trailing 
wheels being new. 

Owing to the presence of automatic signals, approximately I mile 
apart, the train was not allowed to back past any signal. It could, 



I Air Brake Tests ''"^"^ 

THE ABSECON 

however, bact about J,ooo ft. from the 
cabin, and in thia distance it was possible 
' to reach speeds of zo and 3oniile«perhour 

wtth the full train. Above these speeds it was necessary to cross over at 
Absecon and back on the northbound track to the point of starting. As a. 
rule, 40 and ;o miles could be made from a. distance of 1 . 1 miles ; 60 
and 70 miles from a distance of 3.8 miles, and 80 miles per hour from a 
distance of g miles, and the higher speeds from a distance of 1 5. 1 miles. 

It vras decided that the acceleration at the start should be as rapid as 
passible, and steam was shut off in advance of reaching the marked 
track, so that the train, as nearly as passible, would drifr at uniform 
speed, over the six spaces, each of 66 ft., in advance of the zero or 
trip point. At the trip point, the stop-block placed along the track 
struck the trigger which kept the emergency valve on the engine closed. 
This suddenly opened the trainpipe and made the emergency application. 
In service applications, the opening in this pipe was plugged, and the 
applications were made by hand in the usual manner. 

The wiper on the tender struck each contact breaker as it passed ; 
the drcuit being immediately reestablished, so that the breaks in the 
track circuit would be recorded on the chronograph drum in the cabin. 

The braking power of the lcM:omotive and tender was considerably 
lower than standard (unfortunately representing a condition which is very 
often met with in practice when the brakes are not careflilly maintained). 
For that reason the percentage of braking power for the smaller trains 
was much less, the weight of the engine being a so much greater per- 
centage of the total weight. 

The Pullman car also happened to have a variation from the stand- 
ard leverage, giving a much lower braking power on this car than a 
usual, the eifect of which is so interestingly shown in the records. As 
the train was selected pretty much at random, in order to represent such 
conditions as might be met with in service, the leverages were allowed 
to remain as they were found. 

The restUts have been arranged as shown in the accompanying curves 
and tables. 

Fig. 1 1 3 ohowB the velodty curves from the moment that the brake 
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^gg^g is applied tiU the train stops, for various 

speeds from ;6 to 80 miles per hour for a 
train consisting of engine, 6 coaches and I 
chair car. The n-Mnpipe pressure is noted in each curve, and it will be 
remembered that 110 pounds indicates the high-speed brake, while 70 
pounds indicated the quick-action brake. Vertical distances represent 
the speed in miles per hour and horizontal distances show the distance 
in feet traveled from the point where the brake was applied. Thus it 
will be seen that with an initial speed of 80 miles per hour, after the 
train went a, 000 feet from the point where the brake was applied, the 
speed was reduced in the case of the high-speed brake to 30 miles 
per hour, whereas with the quicfe-aciion brake it was reduced to 45 
miles per hour. The difference in the length of stops, 2ij4 P" cent., 
is also shown. 

Fig, 114 shows the velocity curves for a train of enpne and 6 
coaches without the chair car. Fig. 1 1 5 is the same for a train con- 
sisting of en^ne, 3 coaches, and 1 chair car, and Fig. 1 16 for a train 
consisting of engine and 3 coaches. Fig. 1 1 7 shows same for engine 

Fig, 1 1 8 shows a comparison of the lengths of stops, with emer- 
gency application of the brake, of the high-speed brake and the 
quick-acdon brake for the locomotive alone. In this diagram vertical 
dimensions show the speed at which the locomotive was moving 
when the brake was applied and horizontal distances represent the 
number of feet traveled before it came to a stop. ' The fiill line repre- 
sents the stop vvith quick -action apparatus, and the dotted line 
with high-speed attachment and pressure. It Is well to note 
that the difference in lengths of stop between these two curves for 
any given speed is the horizontal distance between them at the ver- 
tical height indicated for that speed, as pven at ihe left of die 
diagram. For instance ; at 80 miles per hour, the length of stop for 
the high-speed brake is shown as 3,500 feet; for the quick-action 
brake, 4,100 feet. For that speed, therefore, the high-speed brake 
made a stop of 700 feet, or over J^ of a mile less than the quick- 
acuon brake, so that the high-speed atop was 83 per cent, of the 
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■nrcTH! quick-action stop, and the distance saved 

by the use of the high-speed brake was zo 

~~——^^^—^^^^^^ per cent. At the higher speeds the length 
of stop with qmck-action was longer than the length and scale of this 
diagram will permit lo be placed on it, so the curve has been broken 
at B and continued below from B to C . 

Fig. 1 1 9 is the same diagram as Fig, 1 1 8 , only in reference to a 
train of engine, 6 coaches, and i chair car. Fig. 120 la for a train 
of engine, 3 coaches and 1 chair car. Fig. 121 shows com- 
parison of the stops made by trains of different make-up with the quick- 
action brake, using 70 lbs. trainpipe pressure ; and Fig. 12Z shows a 
umilar comparison with the high-speed brake using 1 10 lbs. trainpipe 
pressure. 

Comments. 

From the curves it is apparent that the coaches were more efect- 
ively braked than the engine, tender, or the chair car. 

In this connection special attention is called to the "Parting Test" 
runs recorded as Nos. 6 and 7, Figs. 121 and 122, In these two 
runs the train consisted of the 6 coaches and the locomotive. Just 
before the application of the brake the tender was uncoupled, so that 
each section could be stopped at different points. The results obtained 
were that on the run carrying 70 lbs. trainpipe pressure at a speed 
of 67.3 miles per hour, the 6 cars in the train ran 1,416 tt., while 
the en^e and tender ran z,8z8 ft., almost twice as &r. In the run 
with no lbs. trainpipe pressure and an initial speed of 67,7 miles 
per hour, the coaches stopped in i,ozi ft., while the engine and 
tender ran 1,360 ft,, or more than twice as far. 

It must be borne in mind that this proportion of length of stop 
between engine and train does not at all represent standard conditions ; 
it chanced chat this engine and tender selected had a braking power of 
only 4S per cent. , due to the fact that the brakes had not been properly 
maintained. The usual practice is to brake the locomotive to 75 per 
cent, and the passenger coaches to about 90 per cent, of their light 
weight, so that in any case the braking power of the locomotive would 
only be about 8 3 per cent, of that of the passenger coach. Consequently 



















































I~ 








I 




\ 












TV 




'A 








^ 




■A 




f- X\ 




i z 




t \ 




\ \\ 




I' A^ 




i' ^ 




U W 




^ =. 1- 


, 


ll 


3 


1^ 


^ K 




"vA ' 




-p5 ~ I 


*K 






^ ^ 




^ ' 




\ 




■^^ " ^ 


U — Aa — 1 1 


_ M 1 , 1 1 i>~-L 1 



.uogic 



T S^T 


JT ._ ._ , 


41 - 


U - i 


^ 


i ^ 1 


r +^^ ' 


, 


^ ^± ._.. „ J 


I i ! 


^ 1 






-^ t 1 


i-X 


v4 1 


1 


-— ' C I 


uv 


"" +: 44 i 


\ ' 5 


■■ , \ ! 


1 v\ 


1" jD J ! 


!■ ^i 4^- 


3 LV it- I 


r AJ - 


J= - ^^^ Jl i 


es . i\ . 




9 \\ 


- '1 ^ T 


il " i- J, 


i i 4: -ti 


"" \ 




\ ' 


\ 


^ 


1 — ^ — ' ^ 1 1 1 1 1 1 — [—1 — >-t-l 



IWH.1«I WIIK "I PM^S 



II 1 hi 1^ 1 1'' 1 1 1 




"1 i 




+ - ^ 












"i t t 








4+ ^ t 




^'^ J 




\l 




\A L 




\B -i- L 




A A 1 




\\ 








\\\ '\ ■ \ 




lA^ 




ii i*uj 


4r ji 


iv L 


• 'i 




i il 


V i I 






! iii 


- \ V \ "^ 


it -| 










^ iQX ^ 


"i 1 


^ ! ^ \ 




.^. i p V " 




^1^ ^ -^ \A 




III 1 1 - ^^ 


> 


^=^ -:i _.__ ^ 




111 1~: 1 5 




II -1 1 \ 




III S|| -. „ __ 


t - i 


2^^ ^£^T^ 


^^ 




^"^ i 




'^ ' 




^ , 






S ! '^ i 





t-ioogic 





II 




i 

J 


: 


||s|J|||?|=lf|f 1 


11 


i 


iJpPI-|I.I.HR|f| 


-III 


jl 


RRililS.K&ERRtRRe8.S.R8. 


n 




2S2 2SSSSSS2222 2SS 




M^ 


SIJ J,! M SS,i R^JSi^ R^ 




n 


1 


'* :Hp?? :???;£ ;i 




ii 




= S, ■I'SK S-t ■ygS.S'S. ■? 


'fv|i|:=j:i.|irs,;j 


jl 


Ij 




Ii 


! 


yy SKy -s,? ■yg's.KK -8 


■f j-s-rr-rS -""isr-S 




tt 

' si 
1 b! 

i "s 


'i 
si 


•s-^t, .;i=fs.s.8 -8SS .8 ■» 


n 


t-is •s.ss -SJ •s.ssss -J 


1 

s 




; 


4 

4 


4 
4 


4i 
44 


1 - i-. 



p 




1 m 1 1^ 


[ u 1 1 






-r-j 


— r 










\~ ^1 


* 


















" I a 




















-V -J 






























































■" 




















\ - 


















l" 


"' 1 


















" 1 


5 




















£5 


















\~ 








































T T 




















"\ 




















" L- 




















" -t r 




















44 ? 




















I 1 




















" i^ 




















itu 


















f 

i 
III 

iti 
III 


. 'li 


V 
















1 ^ 


















' iC 


















* 3i 


\ 
















1 A 


1^ 
















1 S 


















' 4 


5 V 
















1 a 3 


Ai_!j 


















U ^ 
















! 1 S 


s ^ 


















\x ' 
















1' — 


S ^ 














■■ 


N 
















1 = 


^ 
















il. 




















• >« 






































































L 


t"" 




- 


L 


-L 


-1- 




u 



H.glc 



THE ABSECON 

TESTS 



Air Brake Tests ^"^'^^^ 

under the very besc conditions in such 
parting tests as above described, the 
locomotive would ahovf at least a lo per 
cent. longer stop than the train. 

IVhetl Skidding. • 

The weather conditions were, in general, &ir and the rail good. 
Even with the rail partly wet, no sliding of any consequence could be 
attributed to it. The programme did not provide for the use of sand 
during the stops, but through inadvertance the rail was sanded ftiUy 
during one stop at JO, i miles per hour, and another at 60. 1 miles per 
hour. The difference in the length of the stop with and without sand 
was inappreciable, and no proof exists that the sand was markedly 
beneficial. 

Very little sliding was experienced in the earlier part of the trials, 
although the brake pressure on the coaches during the first part of the 
application was 143 per cent, of the weight on the rail. As the tests 
progressed, the sliding on some of the cars increased slightly, although 
apparently the conditions of the stop did not change, but the wheels 
which had once slid seemed to be more liable to do so again. 
Results. 

The general results given in tables XLVII, and XL VIII. show the 
length of stop in feet for both high-speed and tjuick-action brakes for 
various speeds from 4J to 80 miles per hour, and for trains of 
different make-up. Table XLVII, gives the results as actually recorded 
and also as reduced to uniform speeds by the methods of calculation 
usually employed. The second table gives the percentage relation of 
the high-speed stop to the quick-action ; also the percentage of 
distance saved by the high-speed brake. In this last table the trains 
are placed in order of their stopping efficiency for each speed, begin- 
ning with the lowest, the speed being given m column 1 , and the 
make-up of the train in column z. The length of stop in feet with 
the high-speed brake is given in column 3, and with the quick-action 
brake in column 4. Column 5 shows what percentage the high- 
speed stop was of the quick-action stop, the latter being taken as 
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THE ABSECON 
TESTS 



Air Brake Tests ^^'-^^ 



unity. Column 6 gives the percentage 
■aved by the use of the high-speed brake, 
being die difference between the two 
stops divided by the high-speed stop. 

The results given in these tables are plotted graphically in Rg, iij. 
The horizontal distances represent the length of stop in feet, and the 
various make-ups of train are grouped together for eiich speed as given 
at the left of the diagram. The make-up of train is shown by different 
lines as indicated, and the kind of brake apparatus used is shown for 
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each train. This figure shows at a glance the constant superiority of 
the high-speed brake, as well as the rapid increase of distance neces- 
sary to stop a train as the speed increases. It also shows that the 
sufieriority of the high-speed brake is almost exacdy the same propor- 
lionately for all speeds. 
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THE ABSECON 
CiHcluiietts. 

With an emergency application, trains 

equipped with the high-speed brake 

stopped in about 16 per cent, less distance than trains with the 
quick-action brake employing a trainpipe pressure of but 70 lbs. The 
emergency feature was available alter the brake had been applied in 
service in response to a considerable reduction of trainpipe pressure. 

In service application, aside irom obtaining a more prompt response 
of the brakes, owing to the quicker Bow of air due to the higher pres- 
sure, the high-speed brake was practically the same as the quick- 
action brake, with the fiuther advantage that the high pressure gave 
an available reserve which made several fiill service applications possible 
without recharging. This feature on long grades ia of the greatest value. 

With the short trains less effective braking occurred, because of 
the average braking power being leas on account of the en^e and 
tender forming such a large per cent, of the total weight, and being 
braked at a less percentage than the cars. Consequently, the shorter 
a train [he greater the necessity for the use of the high-speed 
equipment, and the most complete and efficient brakes on the locomo- 
tive and tender. 

A truck brake should be on all passenger engines, and on those haul- 
ing short trains it is indispensable. It is abo necessary to have the 



effidency of the driver and tender brakes kepi 
em practice. 

The diagrams show very clearly the great in 
10 stop as the speed increases. 

The gain in effidency of the high-speed, 
quick-action brake, was practically 
which comparative tests were made. 
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ATSION TESTS. 

In May and June, 1903, some comparative high-speed brake tests 
were made ai the instance and under the superviuon of the Central 
Raitoad of New Jersey at Atsion Station, 

The purpose of these testa was to compare the Westinghouse high- 
speed brake equipment with a new and improved arrangement of the 
New York brake apparatus. This arrangement of the New York Mr 
brake apparatus consisted of spedal triple valves, in connection with 
which ordmary pop valves were used, which were set to dose at 
70 lbs. pressure per square inch ; the brake on the cars being arranged 
for 60 lbs. pressure, to represent 90 per cent, braking power. The same 
train was also equipped with Westinghouse special triple valves and high- 
speed reducing valves set to close at 60 lbs. pressure per square inch ; 
the closing pressure being the same as that for which the car leverages 
were arranged. TTie trainpipe pressure in both systems were supposed 
to be 1 10 ibs. 

These tests were nm under almost precisely the same arrangement of 
apparams and supervision as those of the Absecon test just described, 
A substantial cabin for housing the instruments was built at a point 
selected with reference to the attainment of the highest possible speed, 
and at a distance of 40 ft. frora the track, to avoid vibration, which 
might otherwise have affected the very dehcate speed-recording devices 
employed. These devices included a chronograph, a clock for beating 
seconds, and the usual electrically operated mechanism for indicating the 
exact moment when the circuit breakers, erected for over a mile along 
the track, were opened and closed by a "sweeper" on the engine 
provided for that purpose. The record thus obtained showed the 
exact speed of the train at the instant the brakes were applied, the rate 
of retardation during the lOO ft. following the application, and the 
length of stop in both seconds and feet. During the tests representa- 
tives of the raihoad company and of both air brake companies were 
present and all figures were carefiilly checked and rechecked by all parries 
concerned. 
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On drivers 

On truck 

On trailer 

Total wright of locomotive 

Tender, light wright of . 

Car 612, do. 



The weight of the train was aa follows ; 
I/OCOMOTIVE 

. 84,100 lbs. 
.600 Iba. 



e equipped ' 



34,6 
32,300 lbs. 



1SI,( 



) lbs. 



;2,Soo lbs. 
74,600 lbs. 

76,500 lbs. 
74,700 lbs. 
76,50c 



6;4,ooc 
ith steel-tired wheels and 






and 6 coaches. 



Car 619, do. 

Car 607, do. 

Car 614, do. 

Car 616, do. 

Car 121, do. 

Total wright of ti 

The coaches of this train we 

■■Diamond S" brake shoes. 

Teats were run with two make-u 
and engine and 3 coaches. The speeds ti^tained were 50, 60, 70, 
and So miles per hour ; also comparative nms between the high-speed 
and the ordinary quick-acdon apparatus with 70 lbs. trainpipe pressure 
were made for speeds of 70 and 80 miles per hour. 

The results of these tests are given in the following tables : 
In all of the New York tests the brake cylinder pressure of 70 lbs. 
was retained by the safety valve, resulting in a terminal braking 
power of over 115 per cent. For thb reason the Westinghouse high- 
speed reducing valves used in the tests shown in Table XLIX. , although 
set to close at 60 lbs. pressure as stated, were specially adjusted with 
reference to time required to reduce brake cylinder pressure to that point 
as to put the apparatus of both companies on substantially the same 
basis for comparison. In Table L. the train was equipped with the 
Westinghouse Company's standard apparatus. 

For the sake of ready comparison some of the results have been 
arranged as shown in the accompaning curves. Fig. 1 24 shows the 
curves of decreasing velocity from the moment- that the brake was 
applied to the Unal stop of the train, for 8 difierent runs ; the horizontal 
dimensions represent the difference in feet passed over by the train after 
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the moment of application, and the vertical represent the speed in nulet 
per hour. The 8 runs are grouped in 4 pairs, approximating jo, 60, 
70, and 80 milea per hour at the moment of application. Each pair 
is made up of a New York and Westinghouse run. The actual speeds 
of the train at the moment of application are given in the table in Fig. 
124, and refer to each run as marked upon the curves. 

As mentioned above, the Westinghouse tests were made to include a 
series of stops with the ordinary quiet-action brake, in order to com- 
pare them with the other stops made during the tests. These are shown 
in Figs. Nos, 125 and 126, and will be of special interest in com- 
parison with similar teats made in the Absecon tests previously 
described.* 

* It will be noted that the Absecon teia were made to deterinine the telative cfH- 
ciency of the quick-action and high-ipced bnke ippanrus undei limibr conditions, 
without regard to whether these conditioni were the best obtainable. In the Atsion 
tests the primary object in fitting up the trains wm to have all apparatus regulated to 

neirl; what can be obtained if the appantta it properly ind careliiUy miintajned. 
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ATSION 
TESTS 



Air Brake Tests ''•^'^" 

Fig. 1 z ; shows ihe change in velocities 
of the three coach train from the moment 
of application for stops of 70 and 80 miles 
per hour. It will be noted that the length of high-speed brake stops for 
80 miles per hour is shorter than that of the quick-action stop for 70 
miles per hour. Fig, 126 contains curves similar to those of Fig. 12; 
for train of enpne and six coaches for initial speed of 70 miles pier hour. 
Fig, 127 is of especial interest as indicating the effect upon the length 
of stop of the engine truck brake. Runs No, 1 1 S and 1 1 9 were made 
with a train of engine and tliree coaches, the first without the Iruct 
brake, and the second with the same. The initial speed was 78 miles 
per hour, and the length of stop without the truck brake was 2,640 ft., 
whereas, with the truck brake, under same conditions, the stop was 
reduced to 2,440 ft., being a saving of exacdy 200 ft., which is 7,7 per 
cent, decrease. This is a graphical statement of actual slops, and leaves 
no room for doubt as to the advisability of having engine truck brakes. 
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The nature of these tests could not develop one of the most valuable 
features of the high-speed brake in service, namely, the greatly in- 
creased ability to make several fiill applications of the brakes without 
recharging. This feature was developed during subsequent tests, as 
well as the fact that an emergency application could be produced after a 
cotisiderably larger service reduction had been made than is possible 
with the quick-acdon brake. This is well shown by the cuts in 
Figures 12S, 129, and 130, which are reproductions of Indicator dia- 
grams taken from cylinders when in use with the high-speed appa- 
ratus. The horizontal dimennons of these diagrams represent the time 

f^'H-aic 
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ATSION 

in seconds and the vertical dimensions _ _ I 

. , TESTS 

pressure ui pounds per square men. 

Fig, 128 shows an emergency applica- 
tion on the high-speed brake. The cylinder and reservoir became 
equalized at a high pressure and the reduction was slowly effected until 
it reached the amount for which the reducing valve was set. Fig. 1 29 
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emergency. 

From table No. XLIX. it will be seen that the average length of stop 
of the high-speed apparatus was shorter than that of ihe New York 



Lba. Red net Ions. 

ductions in one application, and Fig. 
ipplication of "18 lbs. reduction followed by an 




arrangement by from 1 1 ^ per cent, at 50 miles per hour to 10 per 
cent, at 80 miles per hour j while for 70 miles per hour and a 6-coach 
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